These war days, ALLIED must operate in high gear to fulfill wartime 
assignments. But, by using every facility to the best advantage, 
ALLIED can still serve business and individuals too. When you need 


a long-distance mover, play safe... call your local ALLIED agent. 


ALLIED VAN LINES, sc (jgeaeenpaanagitie 


. OF HOUSEHOLD GOODs - OFFICE 
NQORLD’S LARGEST FLEET OF VANS 


FURNITURE AND EQUIPMENT 
NATIONWIDE SERVICE 





Detroit 26, Michigan 

Michigan Dock Corporation 
Green Bay, Wisconsin 

Leicht Transfer & Storage Co. 
Houston 2, Texas 

Federal Warehouse Company 
Kansas City 7, Mo. 

Crooks Terminal Warehouses, Inc. 
Los Angeles 21, California 

Overland Terminal Warehouse Co. 
Milwaukee 2, Wisconsin 

Hansen Storage Company 
Muskegon 17, Michigan 

Dock & Market Corp. 
Oregon 
Wilhelm Warehouse Co., Inc. 


® After Victory has been won and industry 
can turn to peace-time operations, many 
phases of marketing will be unlike those of 
any previous time. Stored up buying power 
will be released. Old and new competition 
will be keener. Many manufacturers will gain 
advantage by warehousing goods in major 
centers for quicker delivery. 


Strategically located in major centers, on 


TRAFFIC WORL) 


water and 

rail distribution 

lines, Interlake 
Terminals can be a 

big factor in progress 
and profits for your busi- 


ness. Through one source you can secure com) P 


plete information about the many services yo 
can utilize, and about the facilities and experi ; 
ence which make them effective. 
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Towmotor and its operator are performing effi- 
Docket of the Commission...................00000 410 ciently in busy plants and terminals everywhere. 


No wonder it’s called—the one-man-gang! 

Towmotor’s ability to lift, move, stack or store 
heavy loads expedites shipping and storing; pro- 
motes better stock control; avoids rehandling; guar- 
antees better employee safety records (less people 





are involved) ; saves time, manpower storage space 
and money! 


cure com ; Put Towmotor on your payroll. Get the profitable 
rvices yo WRAFEIC , W/O ILD answer to your materials handling problems with 





IE) Name Registered U. S. Patent Office — Copyright, 1944, Traffic Service Corporation the compact, powerful machine that lifts, moves 

nd experi Published Every Saturday by The Traffic Service Corporation and stores loads weighing as much as 10,000 pounds, 
Founded 1907—38th Year travels as fast as 880 feet a minute and builds 

« E. F. Hamm, Jr., President and Treasurer @ stacks as high as 25 feet. For complete information 

Henry A. Pacer, Vice President and Secretary on Towmotor power, speed and maneuverability 





Publishing Headquarters: 418 S. Market St., Chicago 7, LL, U.S.A. write Towmotor Corporation, 1231 E. 152nd Street, 


Washington, D. C. 4, Office: 1023-28 Earle Building Cleveland 10, Ohio, and ask for Towmotor DATA 
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Yes, system is good in any business. But being knee- 
deep in record forms just isn’t the answer. What is 
needed here is not more system... . but better system. 

And there’s where Uarco fits in. Why? Because Uarco 
records are more than just forms—rather they are func- 
tional business tools, scientifically designed to routinize 
complicated business procedure. They are continuous 
forms that end record keeping confusion... save time 
and trouble in every division of the business. There’s no 
more copying and re-copying, with Uarco on the job... 
one person at one sitting writes enough copies for all 
departments. 






AUTOGRAPHIC REGISTERS 





“I Figured We Needed More System” 


HANDWRITTEN RECORDS 


BETTER BUSINES 


PRATER 


MY Gite % 
FoR 





There are Uarco forms for all types of record keep- 
ing problems. They are designed for hand-written or 
machine-written use. These records may be carbon 
interleaved or non-interleaved, may be used in a Uarco 
Autographic Register, typewriter, billing machine or 
tabulating machine. 

No matter what record keeping problem you may 
have, bring it to Uarco. There is a form, or Uarco will 
devise one, to fit your need. It will cost you nothing to 
call the Uarco representative today. 


UNITED AUTOGRAPHIC REGISTER COMPANY 
Chicago, Cleveland, Oakland e¢ Offices in All Principal Cities 


TYPEWRITTEN RECORDS BUSINESS MACHINE RECORDS 


§ RECORDS 
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BALED WITH STEELSTRAP... 


and “BOUND TO GET THERE” 


Baling, that long established 
practice of packing compressi- 
ble materials, is another exam- 
ple of manufacturing economy 
in which Steelstrap protection 
plays an essential part. 


On every fighting front, 
strapped bales are in evidence. 
Along with strapped cases, 
crates, cartons and skid loads, 
each represents scientific pack- 
age design and reinforcement, 





and is part of Uncle Sam’s 
pack it right to reach the fight 


program. 


Wherever your post war busi- 
ness may travel . . . whether 
boxed, baled or bundled .. . 
Steelstrap protection will move 
it safely, through the applica- 
tion of scientific reinforcing 
principles . . . from single con- 
tainers all the way to the brac- 
ing of carloads of freight. 


mSswD 


ACME STEEL CUMPANY 


2844 ARCHER AVENUE, CHICAGO 8, ILLINOIS 








STEELSTRAP 
FOR EVERY INDUSTRY 


For all industry, there 
is a specialized appli- 
cation of strap that 
contributes to manu- 
facturing progress and 
economy. Acme strap 
conserves by protecting the 
products of industry against 
damage, pilferage and loss .. . 
by eliminating excess container 
materials . . . by conserving 
on shipping weight and cub- 
age... above all, by insuring 
safe and sound deliveries. 





CHICA 














TRAFFIC WORLD 


: 2 atvere Ot yey 
Rous }. pittsd™ 8 
Col’ e ees seul. @ Bi \timore 
4 wy 


Invasions That Never End...... 


Day in and day out. Night 
in and night out. In an never- 
ending process, freight 
trains invade cities and towns the coun- 
try over. 





These invasions that never end have 
been magnified by the needs of Amer- 
ica at war. Civilians on the home front 
and fighting men on the war front can 
be thankful for the fact that the rail- 
roads were prepared to invade on the 
unprecedented scale that was required 
of them. 


The railroads helped lick the battle 
of production in World War II and they 
will help win the battle of distribution 
in the post-war era. 

The interchange function in eatheund 
ing has been important now during 
war as it has before the war. What's 
more, the matter of assembling, resort- 
ing of cars, and shooting them along to 
destination is going to be a part of 
speedy post-war railroading. And, 
there is the niche that the P. & P. U. Ry. 
has been occupying for the last sixty- 
three years. 
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Buy War Bonds Now 


PEORIA AND PEKIN UNION RAILWAY CO. 


UNION STATION —- PEORIA, ILLINOIS 




















SWITCHING SERVICE BETWEEN: Peoria & Pekin U leago, Rock | Pacific leago & North 

Western Fy: Chicago & Illinois ee Iimels Terminal Falivoad Co.; In land Waterways ¢ Corp; Minneapali & E.F. STOCK 

2 ee Soa s Var Sicage kB. tota Ratna Cleland oe 
Cincinnati, Chicago & St. Louis Ry. (Peoria & Eastern); Tole & Western R. R. - MANAGER 
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The man pictured above does not drive locomotives, but from his Centralized 
Traffic Control board, he sets signals and switches and controls the movement of 
all trains on a section of railroad as far away as 87 miles. He is a fast thinking 
Norfolk and Western train dispatcher, speeding vital wartime traffic. In the same 
office is another dispatcher who controls the movement of trains 165 miles away. 

The top panel of the control board is a miniature of the dispatcher’s section of 
railroad. Small red lights, flashing on and off, show him the location and prog- 


ress of every train on the miles of track he controls. He twists a lever .. . and 
miles away, a switch is set, a signal changes . . . a train moves into a siding 
for another train to pass. He flips another lever . . . and the train passes out 


to the main line and is on its way. His job is no guess work. The track — in 
miniature — is there in front of him. His machine is fool proof, for switches 
and signals are so interlocked that it is impossible to show conflicting signals. 

The modern signal system on the Norfolk and Western is the result of years of 
study and the application of the most improved signal apparatus which has been 
developed. This study is continuous. It is being made today with the purpose 
of constantly improving the system so that trains can be operated at higher speeds 
with less delay and greater safety in the battle of transportation, and in the peace 
and progress that will follow Victory. 


NORFOLK and WESTERN £2.00, 


PRECISION TRANSPORTATION 


BUY MORE WAR BONDS 
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WHILE FIVE SONS AND A GRANDSON ARE IN SERVICE 


ent and Whs.White 


@ Over in Concord, Nebraska, ‘“‘North West- 
ern’s” Cecil G. White is busy with his daily 
tasks. His is a service record of many years. 
But since war came the Whites have won 
distinction in another way—/ive sons and a 
grandson wear Uncle Sam’s fighting uniforms. 


You might say this is enough glory for one 
family. But patriotic Mrs. White thought dif- 
ferently. She turned to victory gardening and 
last year canned over 600 quarts of fruits and 
vegetables. That’s deserving of comment. 
This year she expects to do as well 

or better! 


But to get back to the White boys. 


Russell, a 1st Lieutenant of Marines, 
has seen action at Guadalcanal and 
Tarawa, and is now on Saipan. Ser- 
geant Vilas is over in New Guinea. 
Vernon, in the Southwest Pacific, is 
a Navy Aerographer’s Mate. Nor- 
man, still in the States, is an Air 
Cadet, while Private Merton is at 
Camp Phillips, Kansas. Then there’s 


SERVING AMERICA IN WAR AND PEACE 
FOR ALMOST A CENTURY 


CHICAGO and 
NORTH 
WESTERN 


SYSTEM 


Jerry, Lieut. Russell’s son, in Officers’ Training 
Camp at San Diego. 


Marvin, we might add, enlisted in the army 
in 1939, but received a medical discharge last 
September. He’s still carrying on, though... 
in a Minneapolis defense plant. 


A most unusual family, you'll agree. Every mem- 
ber is doing what he can to hasten victory. 
“North Western” is proud of the Whites—they 
and their kind are the backbone of America. 
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portation is bringing manufacturers, whole-- 
‘retailers closer together. Postwar, no- 
dealer will be more than a few hours aaa from 
his source of supply. Air shipment will ena 
to offer a more complete line of merchandis 
carrying excessive inventories. = + 


Manufacturers’ service organizations can be sim- 


plified by having fewer branch offices solely to 
supply parts. 


Count on the Curtiss Commando to help this stream- 
lined distribution of goods by providing fast, ‘eco- 
nomical transportation. LOOK TO THE SKY, 
AMERICA! Curtiss-Wright Corporation, Airplane 
Division, Buffalo, St. Louis, Columbus, Louisville. 


Curtiss 
Commando 
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“Three (4 are going places !” 


Now is the time—to forward 
your freight via CCC Highway. 


THE CLEVELAND, COLUMBUS & CINCINNATI HIGHWAY, Inc 


215 Euclid Avenue DIVISION OF U. 8. TRUCK LINES Cleveland 14, Ohio 
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“TREE FARMS” 
IN THE SOUTH ARE AMERICA’S ASSURANCE 
OF A Perpetual NATURAL RESOURCE 


Here are American business initiative and resourcefulness at work. 


The timber and lumber industry of the South, through a simple 
but determined reforestation plan, is making sure that our 


nation will have Southern Pine ... FOREVER! 


This is the program: 1) Strict control and protection against 
fire, most ruthless enemy of the forests. 2) Selective harvesting 
—the careful cutting of the timber crop at regular intervals and 
the protecting of small growth for future use. 3) Supplementing 


natural reseeding through planting of seedlings on idle and 
barren lands. A 


“Tree Farm.” Typical young growth and 


R maturing trees in reforestation area. 
Thousands of “Tree Farmers” in the South have volunteered 


for this conservation program, which effectively supplements the 
conservation program of the sawmilling operations. Thus South- 
ern Pine—one of America’s most precious natural resources— 


is assured of renewal. Trees and forests are growing faster than 
they are being cut. 


There is plenty of Southern Pine now for the war effort. And 
when America’s great construction industry launches its peace- 
time activities, providing new homes, factories, public buildings 


and employment for thousands of our people, there will be plenty Sawmills like this will sing a song of pros- 
of Southern Pine to help with that job, too. perity for years to come. Right, trainload of 


short leaf Southern Pine ; left Hardwood logs. 
The ROCK ISLAND LINES helped in 
the early development of this great industry 
) in the Southh ROCK ISLAND will help 
n 0 Cc k tomorrow, too, by continuing to furnish the 
A aad 


transportation facilities needed to move 

See Southern Pine timber to the mills, and fin- 
ished lumber to all America through inter- 
change of traffic to all points. 


ROCK ISLAND Li WE ROCK ISLAND serves hundreds of saw- 
f, Inc. 


mills with modern, well-kept transportation 


/, facilities—important to the past, present and 
1d 14, Ohio B ONE OF AMERICA’S RAILROADS — ALL UNITED FOR VICTORY future development of this industry. 
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FANDEPENDENT V/znes 


Issued by INDEPENDENT MOVERS’ & WAREHOUSEMEN’S 
ASSOCIATION, INC. 


Star Building 
Washington 4, D. C. 
August 12, 1944 


Bulletin #33 


How often, in a shipping negotiation, have you wished you 
could "deal with the top" in order to get a definite statement on 
time schedules, etc.? 

In your long distance moving of personnel and equipment 
you can "deal with the top" if you use a member of IMWA. 

There is an INDEPENDENT in your locality (See opposite page) 
and in dealing with him you are dealing with the top! Each of 
these INDEPENDENT members is amply equipped and experienced to 
solve your long distance moving problems, and will take a neigh- 
borly interest in those problems because he is your neighbor. 
Clip the opposite page for a handy reference, and on your next 
long distance moving job contact an INDEPENDENT. He will offer 
an easy solution. 

In an effort to render more efficient service in present 
war operations and in future peace, members of the IMWA are meet- 
ing with leading transportation officials in Chicago, August 21, 
22, and 25, for a series of business conferences. This is in line 
with every INDEPENDENT'S policy of keeping ahead of the times. 


“ADOPT A TARIFF IN KEEPING WITH YOUR OPERATION” 
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Your List of Independent Long Distance Movers of 
Household Goods, Office Furniture and Equipment 


@ ALABAMA 

Birmingham Storage Co., Inc., Ensley 

@ CANADA 

Creasey, The Mover, Windsor, Ontario. 

International Cartage, Limited, Windsor, 
Ontario. 

@ COLORADO 


Globe Moving & Storage, Denver. 
Golden Transfer Company, Longmont. 


@ CONNECTICUT 

Arnold, John V., Bridgeport. 

John M. Sullivan, Sullivan’s 
Bridgeport. 

Nukala, Anna, Brooklyn. 

Atlantic Moving & Warehouse Co., Hartford. 

Barrieau’s Express, Hartford. 

Boston, Hartford, & New York Movers, 
Hartford. 

The Gem Service, E. Hartford 

Krantz’s Express, Hartford. 

Amodio Moving & Storage Co. 
New Britain. 

Halverson & Son, J., New Britain. 

Charles & Russell Movers, New Haven. 

Merchants Express of New Haven, New 
Haven. 


@ DISTRICT OF COLUMBIA 


Ambassador Moving & Storage. 
Arrow Standard Transportation Co., Ine. 
B & W Transfer. 

Barrett Transfer. 

Cannon Ball Transit. 

Curles, Wm. E. 

Freeman Transfer & Storage. 
Modern Way Mover. 

Mullen’s Transfer & Storage. 
National Delivery Association, Inc. 
Robinson Transfer, L. 

Takoma Transfer & Storage, Inc. 


@ FLORIDA : 

Flash Bonded Storage, Inc., Miami. 
Fulford Van & Storage, Inc., Orlando. 
Terminal Van Lines, St. Petersburg. 


@ GEORGIA 

House Transfer & Storage, Inc., Russell C., 
Atlanta. 

Suddath Moving & Storage, Atlanta. 

e@ ILLINOIS 

Arrow Express & Van Company, Chicago. 

Atlas Van Lines, Inc., Chicago. 

Bivins, Matthew B., Chicago. 

Bruton’s Careful Movers, Chicago. 

Cass Motor Service, Chicago. 

Calder’s Van Co., Chicago. 

General Movers, Inc., Chicago. 

Interstate Furniture Movers, Chicago. 

Jacob Van Lines, Chicago. 

Kessell Bros. Storage, Chicago. 

Kipps Moving & Storage Co., Chicago. 

Moore’s Express & Van Co., Chicago. 

Morgan Storage & Van Co., Chicago. 

National Van Lines, Inc., Chicago. 

Thompsons Motor Service, Chicago. 

Trans-American Van Service, Inc., Chicago. 

Warren Bros. Moving Chicago. 

Rothery Storage & Van Co., Des Plaines. 

Gerold Moving & Warehousing Co., East 
St. Louis. 

Iee-Coal Transfer Rock Island. 

Bill Kay Ice, Coal & Transfer, Rock 
Island. 

“an A Rosenthal Ice-Coal Transfer, Rock 
sland. 

W. B. Simmon Transfer, Rock Island. 

Johnson Transfer & Storage Co., Streator. 

Sweet & Sons, Russell, Streator. 

@ INDIANA 


Frank, Wilson J., Columbia City. 

Pelz Transfer, Inc., Walter, Evansville. 

Shetler Moving & Storage Co., . 
Evansville. 

Borgmann & Son, A. C., Fort Wayne. 

Brown Trucking Co., Inc., Fort Wayne. 

Kammeier Trucking Co., Fort Wayne. 

Nobles Furniture Exchange, Fort Wayne. 

South Side Transportation Co., Inc., Fort 
Wayne. 

Suelzer Trucking, Fort Wayne. 

Johnson Transfer & Storage, Gary. 

Public’s Moving Co., Hammond. 

East End Storage, Indianapolis. 

J. B. Geier, Indianapolis. 

Keller Bros. Transfer Co., Indianapolis. 

Suesz Transfer & Storage, Fred C., In- 
dianapolis. 

McDowell & Son, Marion. 

Mishawaka Transfer Co., Mishawaka. 
‘Guyer the Mover,’”’ Peru. 

Ace-Van-Lines, South Bend. 

Dick’s Moving & Transfer, South Bend. 

Proud, Keith E., South Bend. 

McCrocklin Bros. Transfer, Terre Haute. 

Sappington, Samuel V., Terre Haute. 

@ iOWA 


Gale’s Transfer & Storage Co., Des Moines. 

Kessell Transfer & Storage Co., Des 
Moines, 

Wise Transfer & Storage, Des Moines. 

Cadwell Storage & Moving Co., Mason City. 

Heimendinger Transfer Line, Mason City. 

Veech Transfer & Storage, Mason City. 

Merchants Transfer, Newton. 

DeVries Transfer, Orange City. 


Express, 


Frank, 


@ LOUISIANA 


Security Storage & Van Co., Inc., New 
Orleans. 


@ MARYLAND 


Apex Universal Van Service, Baltimore. 

Benson Moving & Storage Co., Baltimore. 

Bowers, Charles E., Company, Baltimore. 

Chernock Transfer Co., Inc., Baltimore. 

Dean Transfer Co., Baltimore. 

Geipe Van Lines Fireproof Storage 
Warehouses, Baltimore. 

Highland Storage Warehouse, Baltimore. 

Hughes Van Co., Baltimore. 

King, Shirley, Baltimore. 

Loving & Son, Chas. A., Baltimore. 

O’Brien’s Roland Park Express, Baltimore. 

Snyder Moving Co., Baltimore. 

Sudler Moving & Storage Co., Baltimore. 

Webers Van & Storage Co., Baltimore. 

Wilhelm, D. K., Angelsea & Fleet, Balti- 


more. 

Carbaugh Van Service, Inc., Hagerstown. 
Anchor Transfer Co., Silver Spring. 
Burton Transfer Co., Silvér Spring. 


@ MASSACHUSETTS 


Williams The Mover, ‘‘Herb,’’ Agawam. 
Harris, Mary G., No. Cambridge. 
Weymouth, Daniel M., Cambridge. 

Ahern & Son, T. A., Charlestown. 
Atlantic Moving & Warehouse, Dorchester. 
Fabio, William H.,- New Bedford. 

Edgar, H. E., Newton Highlands. 

Golden, Merand E., Shrewsbury. 

Bowlby & Son, C. R., West Sommerville. 
Charlie, The Mover, Springfield. 

Dahlke the Mover, Bill, Springfield. 
Gloth Transfer Co., Springfield. 

Burke, Philip E., Waltham. 

National Movers of Boston, Watertown. 
Nazarian, John, Watertown. 

Solin Transportation, Worcester. 


@ MICHIGAN 


“— Truck & Storage Company, Bay 

ty. 

American Van Service, Detroit. 

Ehalt Moving Co., Detroit. 

Farr Moving, Detroit. 

Frisbie Moving Co., O. H., Detroit. 

Hammel Moving & Storage, Detroit. 

Ivory Storage Co., Inc. John F., Detroit. 

Kanner Moving & Storage Co., Detroit. 

Livernois Moving Co., Detroit. 

Montcalm Moving Co., Detroit. 

Northern Moving & Storage, Detroit. 

Northwestern Moving Co., Detroit. 

Owl Moving & Storage, Detroit. 

Robinson Storage Corp., Detroit. 

Russell’s Moving & Storage, Detroit. 

Suburban Van Lines, Inc., Detroit. 

Warren Co., E. H., Detroit. 

Winner Moving Co., A. E., Detroit. 

Boyd Moving, Arthur, Flint. 

Henry H. Stevens, Flint. 

Home Transfer Company, Grand Rapids. 

Stephan Storage Company, Grand Rapids. 

Boer’s Transfer, Holland. 

Imlach Movers, Lincoln Park. 

Colton, Kenneth, Monroe. 

Quick Transfer & Storage, Monroe. 

Bedford Moving & Storage, Pontiac. 

Stevens Brothers Fireproof Warehouse, 
Saginaw. 


@ MINNESOTA 


Elliot Transfer, G. R., Fergus Falls. 
Wittmers Truck Line, William, Albert Lea. 
Hibbing Van & Transfer, Hibbing. 
Berger Transfer, Carl, Minneapolis. 
Chicago Avenue Transfer, Minneapolis. 
Reliable Transfer, Minneapolis. 

Woodland Transfer, Minneapolis. 

Dawn Transfer & Storage Co., St. Paul. 
Metcalf Transfer Co., St. Paul. 


Day Transfer, Cape Girardeau. 

Adams, J. R., Independence 

Collins Transfer, Independence. 

Marlatt Transfer & Storage, Joplin. 

Ace Cab & Baggage Company, Kansas 


City. 
G & M Moving & Transfer Co., Kansas 


City. 

= Park Transfer Company, 
sity. 

Lincoln Storage & Moving, Kansas City. 

McCormack-Payton Storage & Moving, 
Kansas City. 

Manhattan Storage & Transfer Co., Kan- 
sas City. 

New Way Transfer, Kansas City. 

South Prospect Transfer, Kansas. City. 

White Way Transfer, Kansas City. 

Hudson Van Lines, Overland. 

Gregory Moving Co., St. Louis. 

Gay Hudson Moving & Storage Co., Inc., 
St. Louis. 


Kansas 


Kortkamp Bros. Moving & Storage, Inc., 
St. Louis. 

Lockhart Moving Company St. Louis. 

Plaza Express Co., Inc., " 

Sirkin & Needles Moving Co., 

Von Der Ahe Moving Co., St. Loui 


@ NEBRASKA 


Donaldson Transfer, Lincoln. 

Ford Van Lines, Lincoln. 

Lair Van & Storage, Lincoln. 
Andrews Transfer & Storage, Norfolk. 
Central Storage & Van Co., Omaha. 


@ NEW JERSEY 


Empire Moving & Storage Co., Bayonne. 
Engel Brothers, Inc., Elizabeth. 

Engel Moving & Storage, Roy, Elizabeth. 
Duke Storage Warehouse, C. F., Jersey 


City. 

Grady Storage Warehouse, Inc., Newark. 

Mergaugey’s Express & Storage, Ocean 
Grove. 

Evans, Edwin J., Orange. 

ee & Johnson Corp., Palisades 
ark. 

J. Fishman & Son, Paterson. 

Wright, John R., Phillipsburg. 

Luther Van Service, Teaneck. 

Northern Valley Express, Tenafly. 


@ NEW YORK 


Carroll Moving Service, Albany. 

George’s Moving Service, Albany. 

Return Loads Bureau, Astoria, Long Island. 

Vanportation & Warehouse, Astoria, Long 
Island. 

Helfrich, Francis J., Bronx. 

Hunt’s Point Moving & Storage Co., Bronx. 

Pelham Vans, Bronx. — 

Alabama Moving & Storage Co., Brooklyn. 

American Vanlines, Inc., Brooklyn. 

Gene-Eddie’s Vans, Brooklyn. 

Smolowitz Bros., Brooklyn. 

Conway Wisdom, Ellenville. 

Stevens, Wayne C., Elmira. 

Laird’s Movers, Fairport. 

Rose Moving and Storage, Flushing. 

Caswell Van Lines, Henrietta. 

White Star Transfer, Kingston. 

Sternberger Motor Corp., Long Island City. 

Garrison, Edward B., Monroe. 

Suburban Fireproof Storage, New Rochelle. 

Allied Pittsburgh Warehouse & Van Co., 
New York. 

Continental Van Service, Inc., New York. 

Interstate Van Lines, New York. 

Liberty Return Loads Association, Inc., 
New York. 

National Moving & Warehouse Corporation, 
New York. 

Red Ball Van Lines, New York. 

Red Comet Van Lines, New York. 

Rockland Express, Nyack. 

Batterson Brothers Trucking, Inc., Roches- 
ter. 

Clancy Carting & Storage, Rochester. 

Dailey, H. E., Rochester. 

Yellow Van & Storage, Rochester. 

Clarence B. Lasher, Saugerties. 

Bell Brothers, Syracuse. 

Dorschug Moving & Trucking Co., Syra- 
cuse. 

Nichols Trucking Co., Syracuse. 

Salt City Movers & Storage, Syracuse. 

Henson Truck Lines, Harry J., Waverly. 

Bly Moving & Storage, Edw., Woodside. 


@ NORTH CAROLINA 


Smith Transfer & Storage, Charlotte. 
Dailey Co., J. T., Greensboro. 

Lipe, M. P., Hickory. 

Tanner Transfer, W. I., Rocky Mount. 


Best Movers, Akron. 

Eason Movers, Akron. 

Peck, Wm. J., Akron. 

Snow Brothers, Akron. 

Hammond, L. L., Alliance. 

Jewell Transfer & Moving, 
Bellaire. 

Scott Transfer, T. A., Bellaire. 

The Right Way Movers, Bowling Green. 

Motor Delivery, Canton. 

Russell, E. F., Celina. 

Ajax Van Lines, Cincinnatti. 

Burgess Movers, Cincinnati. 

Hall Moving and Storage, Cincinnati. 

Powell, John W., Moving & Storage Co., 
Cincinnati. 

Waters, G. W., Cincinnati. 

Central Storage, The, Columbus. 

Kline Transfer & Storage, H. 0., Co- 
lumbus. 

Poston Transfer, H. F., Columbus. 

Swormstedt Storage & Van Co., Columbus. 

Tagg Coal & Transfer, Delaware. 

United Moving & Storage, Columbus. 


James E., 


Kuehn, Otto, Dayton. 

Glencoe Transfer, Glencoe. 

Merchants Delivery, Marietta. 

Wetz Bros., Marietta. 

Dependable Messenger & Transfer Service, 
Marion. 

Martin, J. E., Martins Ferry. 

Norwood Transfer Co., Norwood. 

Lodge Bros. Transfer, St. Clairsville. 

McMillen, M. C., Shadyside. 

Proctor, Frank C., Sidney. 

Sidney Truck & Storage, Sidney. 

Von Kaenel, Paul, Strasburg. 

Mingo Transfer Corp. Steubenville. 

Obert, Karl, Toledo. 

Rymers & Son, A. D., Toledo. 

Thompson’s Transfer, Washington C. H. 

Koons, Arthur F., Westerville. 


@ OKLAHOMA 
American Transfer & Storage, Tulsa. 


@ PENNSYLVANIA 


Union Transfer Co. of Allentown, Allen- 
town. 

West Motor Freight, Boyertown. 

Dull’s Transfer and Storage, Connellsville. 

Kies, Abbie M., Easton. 

Bennett Storage & Carting, J. H., Erie. 

George Papson’s Transfer, Greensburg. 

Diamond Transfer and Storage, New 
Kensington. 

Fox Transfer, New Kensington. 

Shaw’s Transfer, New Kensington. 

Apple Moving & Storage Co., Philadelphia 

Bell, J. D., Philadelphia. 

— Storage House, Inc., Philadel- 
phia. 

Good Moving & Storage, Philadelphia. 

Victory Storage Company, Philadelphia. 

Adams Van Lines, Pittsburgh. 

East End Trucking, Pittsburgh. 

Pittsburgh Warehouse and Van Co., Inc., 
Pittsburgh. 

Shadyside Transfer & Storage, Pittsburgh. 

Sober’s Transfer, Pittsburgh. 

Maurer’s Express, Reading. 

Blackledge Trucking, E. T., Scranton 

Anderson, Harry S., Washington. 

Smith, George B., West Chester. 

York Van & Storage, York. 


e@ RHODE ISLAND 
Brown & Company, Providence. 


@ SOUTH CAROLINA 
Parrish Dray Line, Inc., Sumter. 


@ SOUTH DAKOTA 


Buboltz, Al, Transfer, Sioux Falls. 

Munce Brothers, Sioux Falls. 

Parker Transfer & Storage, 

Strahon Transportation, Sioux Falls. 
Skinner Transfer & Storage, Co., Water- 


town. 
Vanderhule Transfer & Storage, Yankton. 
@ TENNESSEE 


Ferguson Transfer Co., Inc., Johnson City. 
Ellis Moving Co., Nashville. 
Shaff Transfer & Storage Co., Nashville. 


@ TEXAS 
Velvin Transfer Company, Henderson. 


e VERMONT 
Ruskin The Mover, Bennington, 


@ VIRGINIA 


Duncan’s Transfer, Alexandria. 
Shelburne Transfer & Storage Corp., J. C., 
Richmond. 


@ WEST VIRGINIA 


Cooper Transfer & Storage, Beckley. 

Lovejoy Transfer, Chelyan. 

Moore, Charles Lewis, Gassaway. 

Curtis Transfer, Huntington. 

Gossett Transfer & Storage Company, L. 
D., Huntington. 

Myers Transfer & Storage, Huntington. 

Spear and Spear, Huntington. 

Games, Albert E., Moundsville. 

Barcus Transfer, New Martinsville. 

Still, Luther B., Sistersville. 

Starck, John, Weirton. 

Dickman Transfer, C. J., Wheeling. 

Miller Transfer & Storage, J. E., Wheeling. 

Warwood Transfer Company, Wheeling. 

Hogan Storage & Transfer, Williamson. 


@ WISCONSIN 


Ward Bros. Transfer & Storage, Janesville. 
Ervin’s Van Service, Milwaukee. 
Wiedemeyer, Florence, Milwaukee. 

Georges Van & Storage Co., Milwaukee. 
National Van Lines, Milwaukee. 

Walter’s Express and Storage, Milwaukee. 
Rudolph Sorensen, Racine. 

Hinshaw, L., Waupun. 

Capitol Moving and Storage, West Allis. 
City Express & Moving, West Allis. 
Elliott’s Express, West Allis. 


When you have a moving job — contact a member of Independent Movers’ and Warehousemen's Assoc., Inc. 





Fountain Head... 


@ At this and 260 other mines served by C & O, the precious 
coal flows in a steady stream to provide the basic power-fuel 
for much of America’s vital industry. 

It takes more than 5,000 empty cars each day to take care 
of this fountain head of industrial energy. That the C & O 
has been able to handle this tremendous flow is due largely 
to the splendid cooperation we have received . . . fast and 
full loading at the mines . . . speedy unloading and return 
of empties by receivers. Thanks .. . and keep it up so we 


can all “keep ‘em rolling.” 


e 7, Chesapeake and Ohio 


a 
a 


TRAFFIC 


WORLD 





WRF EC 
WORLD 


Henry A. Palmer, Editor 


AUGUST 


12, 1944 


Government Corporations 


Congress ought to enact legislation providing for 

effective “current control by the Congress, the 
Budget, Treasury, and General Accounting Office” of 
the Inland Waterways Corporation, the government 
barge line agency, and other government corporations, 
as recommended in the report of the congressional joint 
committee on reduction of nonessential federal expen- 
ditures. Recently we made the point that if the Inland 
Waterways Corporation was not to be abolished—as it 
ought to be—then Congress ought to subject it to super- 
visory control that has not existed since the corporation 
was created in 1924. We are pleased that our recom- 
mendation has now been fortified by the congressional 
committee, headed by Senator Byrd, of Virginia, that 
has made a special inquiry into the subject. We will be 
still more pleased if demand is made by citizens that the 
recommendations of the committee be enacted into law, 
and such a law is approved. 

The Byrd committee said the government corpora- 
tion represented an attempt, when extended to commer- 
cial enterprise, to apply a type of organization common 
to large-scale private management and, among other 
purposes, “to avoid the ordinary restraints placed upon 
regular government establishments and to create a res- 
ervoir of capital.” 


Government barge line services, established in the 
period of the first world war, were operated for a time 
by the inland and coastwise water service of the War 
Department. They were not doing well and it was con- 
tended that, if a corporation were created to take over 
the operations, the services could be operated on “a 
practical business basis.” The report of the House com- 
mittee on interstate and foreign commerce recommend- 
ing passage of the bill creating the Inland Waterways 
Corporation in March, 1924, said, in part: 


Experience in the last two or three years has shown that 
the barge lines on the Mississippi and Warrior Rivers can not 
be successfully operated and ean not carry out the purpose 
declared by Congress in the transportation act of 1920 without 
a reorganization which will enable the Secretary of War to 
operate it as any private business concern would operate it. 
_ At present the Secretary of War is limited in his expend- 
itures by the appropriations that are made for the barge-line 
service. He is not allowed by law to incur a deficit nor can he 
borrow money to meet current expenses even in case of an 
emergency, and emergencies may very often arise in river 
transportation. Nothing can be done without approval from 
Washington and except in accordance with bureaucratic regu- 
lations which are often not in accordance with plain business 
principles and necessity. The acts of the Secretary of War are 
hedged about by so many limitations that it has been found to 
be practically impossible to operate these transportation sys- 
tems as they should be operated in order to carry out the pur- 
pose for which they have been placed under his control. It is 
for the purpose of getting away from these restrictions and 
bureaucratic regulations, and for the purpose of putting the 
barge-line system upon a better business basis, that this bill 


OUR PLATFORM™ 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 


Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in and knowledge of the matters with which 
they have to deal. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Every effort by transportation agencies not only to expand 
their facilities to meet the present emergency demands, but 
to make their present facilities go as far as possible. Co- 
operation by shippers in these efforts by, for instance, loading 
and unloading cars and trucks as rapidly as possible. 

A scientific and fair treatment of the transportation 


problem by the board created by Congress to make recom- 
mendations for legislation. 


365 


Exempt from income tax railroad revenue set aside for 
deferred maintenance. 

Move the Commission to Chicago. 

Give the Commission power to enforce pooling of pro- 
ceeds of general rate increases. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

Ration rail passenger travel. 
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is favorably reported by the committee with a recommendation 
that it pass. 

We quote the foregoing paragraphs from the com- 
mittee report because they bear out what the Byrd 
committee has to say about these government corpora- 
tions and why they were created, and also because the 
committee said that, with creation of the Inland Water- 
ways Corporation, ‘‘the government can and will within 
the next five years demonstrate not only the practica- 
bility of water transportation, but the great advantage 
and the economy to shippers, and the profitable results 
that will reward private capital invested in transporta- 
tion facilities on our rivers.” 

That statement was made in 1924. Now it is 1944 
and the Inland Waterways Corporation is still engaged 
in its “demonstration.” The committee’s five-year pre- 
diction, of course, did not come true. Yet the corpo- 
ration was freed of the limitations, restrictions and 
“bureaucratic regulations” which, according to the 
committee report, were preventing successful operation 
of the government barge line services before 1924. 

The fact of the matter is that the government 
barge lines could be operated just as well by the govern- 
ment acting through a bureau as through a corporation. 
It is the government doing the job whether a bureau 
or a corporation is used. It is government in business 
in unfair competition with private enterprise. That cer- 
tainly is true with respect to the Inland Waterways 
Corporation. 





Still Baiting the Rate Bureaus 


The effort by the Department of Justice to break 

down the system of transportation rate making 
began nearly two years ago. It has met with no success, 
but the address of Assistant Attorney General Wendell 
Berge in Kansas City this week indicates that the De- 
partment is not discouraged. There was nothing new 
in what Mr. Berge said, at least so far as it concerned 
rate making. He repeated, for the most part, the allega- 
tions made before a Senate committee earlier this year 
by Arne C. Wiprud, chief of the transportation section, 
anti-trust division, Department of Justice, at_hearings 
on S. 942, a bill designed to give the Commission control 
over rate-making bureaus and conferences. Transpor- 
tation agencies have never had an opportunity to answer 
his accusations because the hearings adjourned after he 
and other Department of Justice representatives had 
their say and the committee has as yet heard no reply. 

There are other clear facts on the record, however. 
When it became apparent that the Department of Jus- 
tice’s attempt to persuade a grand jury at Chicago had 
stirred up a lot of opposition, Attorney General Biddle, 
last November, said that the idea that the Department 
was opposed to “existing normal and established activi- 
ties of carrier rate bureaus” was a “misapprehension on 
the part of the general public,” and that the Depart- 
ment was interested only in some instances of “coercive 
practices.” Eventually, some allegations of such prac- 
tices, on the part of motor carrier rate bureaus, resulted 


TRAFFIC WORLD 


in indictments and trial at Denver. But in even those 
instances, Department of Justice attorneys were unable 
to convince a jury that anything unlawful had been 
done. 

The broader Chicago proceedings were called off 
“for the duration,” at the request of the Office of De- 
fense Transportation and the War and Navy Depart- 
ments. Letters from the heads of those agencies in- 
sisted that, to continue the investigation, would hamper 
the war effort. The late Director Eastman, in his re- 
quest that the proceedings be abandoned, went further. 
He said that his long experience with rate matters had 
convinced him ‘that joint consideration of proposed 
rate changes by carriers and ensuing joint action in rate 
initiation had many advantages, both to the government 
and to the public generally.’”’ Some months later, Chair- 
man Nelson of the War Production Board certified to 
the Attorney General that the continued operation of 
the rate bureaus was necessary to a continuation of the 
war effort. 

The complete abandonment of the Chicago attempt, 
after months of work and the assembly of mountains 
of so-called evidence, led many to believe that there 
would be no renewal even after the end of the war. Mr. 
Berge’s speech, however, although not labeled as an 
official Department of Justice pronouncement, leads to 
the supposition that the idea has not been abandoned. 

As to some of the other things contained in his 
speech, there is room for speculation. He made full use 
of the now abandoned western commissioner agreement 
which has risen, from time to plague those who were 
participants in it. As to that, two days later, Attorney 
General Biddle, in a speech at Spokane, Wash., said that 
his office was preparing to proceed against the western 
railroads in the matter. 

Mr. Berge also had some things to say about 
integrated transportation. He did not mention the 
Transportation Association of America, prime mover 
toward integrated transportation, but if he had that 
organization in mind he misrepresented its plans, which 
is for competitive integrated systems, not for “regional 
integrated transportation systems,” leading to the 
“complete transportation monopoly” under the domi- 
nation of the railroads which he foresees. 


NEW T. C. HIGHWAY DIVISION CHIEF 


Major General C. P. Gross, army chief of transportation, 
has announced appointment of Colonel Lacey V. Morrow, 
veteran pilot who has served with the 13th Air Force in the 
South Pacific theater and director of highways of the state of 
Washington from 1931 to 1940, as chief of the Transportation 
Corps’ highway division, succeeding Colonel Frederick C. 
Horner, formerly an assistant to the chairman of the board of 
directors of the General Motors Corporation. 

According to the announcement, the position to be filled by 
Colonel Morrow was vacated by the retirement at his own 
request of Colonel Horner. General Gross said Colonel Horner, 
who had been chief of the highway division since March, 1942, 
would continue to make himself available in an advisory ca- 
pacity to the Transportation Corps. 

Colonel Morrow, who is 40 years old and a native of 
Greensboro, N. C., is a graduate of the University of Washing- 
ton, with a degree in civil engineering. He was stationed nearly 
two years in the south Pacific after having served as an ob- 
server in England early in 1941. He has been decorated with 
the Legion of Merit and the Air Medal, wears the Asiatic- 
Pacific ribbon with two battle stars, the American Theater 
ribbon, and the American Defense ribbon. 














ei in a el Oe ee. ee 


Se 






ORLD 


1 those 
unabie 
d been 


led off 
of De- 
Jepart- 
cies in- 
lamper 
his re- 
urther. 
ers had 
roposed 
in rate 
rnment 
, Chair- 
ified to 
ition of 
n of the 


ittempt, 
yuntains 
it there 
ar. Mr. 
J as an 
leads to 
indoned. 
d in his 
full use 
reement 
ho were 
\ttorney 
said that 
western 


y about 
tion the 
e mover 
1ad that 
is, which 
‘regional 

to the 
he domi- 


sportation, 
. Morrow, 
rce in the 
1e state of 
isportation 
»derick 

e board of 


ye filled by 
it his own 
1el Horner, 
arch, 1942, 
lvisory ca- 


native of 
f Washing- 
yned nearly 
as an ob- 
rated with 
he Asiatic- 
an Theater 





August 12, 1944 


Decisions of Interstate Commerce Commission 
Railroad, Water; and Motor Transport 


Brick to Ia., and Neb. Points 


The respondents had not shown that they were in need 
of additional revenue from rates on clay products, or that 
special circumstances warranted increases in the particular 
rates affected, said the Commission, division 2, in a report in 
I. and S. No. 5256, Brick, Iowa to Omaha, Neb., in which it 
found not shown to be just and reasonable a proposal by rail- 
roads serving the points named to increase by 3 cents a hun- 
dred pounds the .carload rates on brick and articles taking 
brick rates from certain producing points in Iowa and Nebraska 
to Omaha, South Omaha, Fort Crook and Albright, Neb., and 
Council Bluffs, Ia. 

The Commission ordered cancellation, on or before Sep- 
tember 5, of the schedules here involved, filed to become effec- 
tive September 27, 1943, and later, and suspended on protests 
of the Mason City Brick & Tile Co. and by the Office of 
Price Administration until April 27, subsequently voluntarily 
deferred until August 27. 

In Mason City Brick & Tile Co. vs. Director General, 107 
I. C. C. 702, the Commission said, a basic scale for distances 
up to 800 miles had been prescribed on brick and related articles 
between many points in W. T. L. territory, including those em- 
braced in this proceeding, and the railroads had established 
rates on that basis, but subsequently had established a lower 
truck-competitive scale for distances up to 150 miles on a list 
of commodities somewhat less comprehensive than the uniform 
brick list, and in many instances the railroads had established 
rates lower than those in the prescribed scale, to meet truck 
competition. . 

“In general;” continued the Commission, ‘the respondents 
propose to restore rates to the described destinations based on 
the prescribed scale increased as authorized by the Commis- 
sion on March 8, 1938, except that for distances up to 150 miles 
they propose rates based on the lower truck-competitive scale. 
.. . Increases of 3 cents are proposed in most instances. ... 
The principal reasons given by the respondents for the in- 
creases proposed are the diminished motor carrier competition 
due to the increased cost of motor carrier service, and the 
consequent lack of necessity for continuing the special com- 
petitive rates... .” 

The Commission noted that, under the proposed schedules, 
the present rate of 9.5 cents a hundred pounds on brick and 
certain clay products from Fort Dodge, Ia., to Minneapolis, 
205 miles, would not be increased; that competitors of the 
Mason City Brick & Tile Co. at Fort Dodge would continue 
to have the benefit of the truck-competitive rate, but that the 
rate available to the Mason City Brick & Tile Co. for the 2-mile 
longer haul from Mason City to Omaha would be 14 cents. 

“Diminished competition with motor carriers due to the 
wartime transportation situation,’ the Commission declared, “is 
not, of itself, sufficient justification for increasing rates estab- 
lished to meet that competition. And the showing that the 
proposed increased rates from and to certain points in the 
affected territory do not exceed the basis designed by the 
Commission nearly 20 years ago for the primary purpose of 

bringing about rate equalities throughout the entire territory, 
does not establish that the proposed rates are just and reason- 
able under existing circumstances and conditions. Further- 
more . . . in some instances the schedules under suspension 
would create rate inconsistencies and inequalities.” 

Commissioner Aitchison noted concurrence in 


“the re- 
sults.” 


Meats to C. F. A. 


Finding that there was still substantial truck competition 
at Chicago, and that at least one Chicago packer had sufficient 
trucks of its own to handle its traffic if the rail rates from 
Chicago were increased, the Commission, with Commissioner 
Porter dissenting in part, has issued a report and order, dis- 
missing the complaints in No. 28932, Cincinnati Meat Packers 
Association vs. Alton Railroad Co. et al., embracing No. 28954, 
Kingan & Co. vs. Baltimore & Ohio Railroad Co. et al. It 
found rates on fresh meats and packing house products, in 
Straight or mixed carloads, from Indianapolis, Ind., and Cin- 
Cinnati, O., to a defined portion of Central Freight Association 
Territory not shown to be unreasonable or otherwise unlawful. 





In the title proceeding, the complainant alleged that the 
rates on fresh meats and packing house products, in straight 
or mixed carloads, from Cincinnati to points in Illinois, Indiana, 
Kentucky, Michigan, Pennsylvania, and West Virginia were 
unreasonable, unjustly discriminatory, and unduly prejudicial 
to it and unduly preferential of competitors at Chicago. 

In No. 28954, Kingan & Co. alleged that the rates on like 
traffic from Indianapolis to points in Michigan, Ohio, Kentucky, 
western Pennsylvania, and western West Virginia were unrea- 
sonable and unduly prejudicial to Indianapolis and unduly 
preferential of Chicago. It further alleged that, as defendants 
had applied the rates from Chicago as factors in constructing 
combinations to the same destinations from origins west of 
Chicago, the resulting rates were unduly prejudicial to com- 
plainant and to Indianapolis and unduly preferential of com- 
petitors and localities west of Chicago. 


The report said that the Interstate Contract Carriers Asso- 
ciation, the St. Louis, Mo., Local Meat Packers Association, and 
several meat-packing companies in western Trunk-Line Terri- 
tory had intervened in support of the complaints in whole or 
in part. 

The reported pointed out that, in Meats, Packing House 
Products, Chicago, C. F. A. Territory, 237 I. C. C. 524, 241 
I. C. C. 1, the Commission had found, with limitations, that 
proposed reduced rates on fresh meats and packing house prod- 
ucts, in straight or mixed carloads, from Chicago to destina- 
tions in that part of Central Territory comprising generally 
Indiana, lower peninsula of Michigan, and that part of Ohio as 
far east as Cleveland, Canton, Columbus, and Cincinnati, were 
not unlawful. It said that the maximum distance for which 
the proposed rates would apply was 354 miles, from Chicago 
to Canton, and that the announced purpose of the proposed 
reductions was to enable the respondents to meet motor carrier 
competition, this competition comprehending to some extent 
operations of three large Chicago packers with their own trucks 
and of common carriers by motor vehicle, but principally that 
of contract carriers by motor vehicle. The report further 
pointed out that the complainants “herein” were protestants in 
the aforementioned proceeding, and had raised the same issues 
as now presented. It said that their contention now was that 
truck competition was no longer a governing factor justifying 
reductions in the rates from Chicago. 


The report said that the Indianapolis complainant sought 
a destination territory based on a 350-mile radius from In- 
dianapolis and rates based on the truck rates from that city, 
less 5 cents for refrigeration. The Cincinnati complaint, it said, 
sought the same radius of 350 miles and rates on the same 
level as the rail rates from Chicago, mile for mile, and that 
these bases would enable them to meet the rates of their Chi- 
cago competitors and remove the undue preference now ac- 
corded the Chicago shippers. The report continued: 


Extension of the destination territory eastward approximately 350 
miles from Indianapolis would include Youngstown, O., Pittsburgh, Pa., 
and Wheeling and Charleston, W. Va., 337, 364, 327, and 314 miles, re- 
spectively. From Cincinnati the extension eastward would be beyond 
those points. Prior and subsequent to the establishment of the assailed 
rates the defendants had proposed to the Cincinnati complainant a re- 
duction of rates from Cincinnati to points to which the Chicago rail 
rates applied on the basis of the going truck rates from Cincinnati. But 
that was not satisfactory, that complainant wanting to include Pitts- 
burgh and certain other termini of the eastern rail trunk lines. Some 
time subsequent to December 30, 1941, the truck rates from Cincinnati 
were increased to the level of the rail rates, and complainant concedes 
that its foundation for its request for reduced rates was thereby 
destroyed. 


The report said the defendants were unwilling to reduce 
their rates from Chicago, Indianapolis, and Cincinnati to points 
beyond the line established, following Meats, Packing House 
Products, Chicago, C. F. A. Territory, supra, because truck 
competition was not as compelling east as it was west of that 
line. It said the normal rates applied from Chicago, Indianap- 
olis, and Cincinnati to the territory east of the Cleveland- 
Cincinnati line, and that defendants’ refusal to enlarge that 
territory in dealing with rates from Cincinnati and Indianap- 
olis, when no reductions were made thereto from Chicago, did 
not constitute undue prejudice to complainants. 

The relation between the rates on fresh meats and packing 
house products and the rates on live stock from Chicago as 
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compared with that between ‘the rates on the same commodi- 
ties from Cincinnati was assailed, said the report. From Chi- 
cago to 27 destinations in Central Territory, for distances aver- 
aging 241 miles, it said, the rates on fresh meats averaged 87.3 
per cent of the live stock rates. From Cincinnati to the same 
destinations, for distances averaging 219 miles, it said the 
average rate on the fresh meats was 200 per cent of the live 
stock rate. It added that the Commission, in considering the 
same subject matter in Meats, Packing House Products, Chi- 
cago, C. F. A., supra, had concluded that the rate relation 
between fresh meats and live stock, resulting from a reduction 
in the rates on fresh meats and packing house products from 
Chicago to the same destination territory would not result in 
undue prejudice to central territory packers. It said there was 


nothing in the instant record to warrant a different conclusion ‘ 


with respect to the instant proceedings. 

As to the Indianapolis complaint that the western packers 
were given preferential treatment in that they were given truck- 
compelled rates although there was no truck movement from 
points west of Chicago, the report said the record did not sup- 
port that contention. It said that the complainants were inter- 
ested in a return of the so-called normal competitive relation 
that existed prior to establishment of the assailed rates from 
Chicago, believing that if this was done the tonnage now moving 
by rail would go to the trucks, but that “that would be of no 
concern to us because we have truck competition available to 
us and move traffic there at a lower rate.” The report said the 
conditions referred to were not shown on this record to be any 
different than those considered in the first report in Meats, 
Packing House Products, Chicago, C. F. A., supra. It said that 
the record did not show that the rates from Chicago resulted 
in undue preference of packers located west thereof and in un- 
due prejudice to the complainants. 

The report said that the St. Louis intervener had offered 
no testimony, and that the position of the other intervening 
packing interest was that the adjustment resulting from the 
proceeding last referred to had placed them at a disadvantage 
and that, if the Indianapolis complainant was granted requested, 
they would be further injured. The report said that, in view of 
the findings, it was not necessary further to consider the con- 
tentions of those interveners. 

It said that the Cincinnati complainant’s allegation that the 
rates assailed violated section 2 of the act was untenable. It 
said that “the unjust discrimination condemned by that section 
is that which would result from the charging of different rates 
for performing like and contemporaneous services in the trans- 
portation of like kinds of traffic under substantially similar cir- 
cumstances and conditions of carriage by the same railroad or 
railroads between the same points.” Section 2, said the report, 
was primarily: directed against discrimination between shippers 
located in the same community. 

Further discussing the Indianapolis complaint, the report 
said: 


The defendants were willing to meet the truck rates from Indian- 
apolis, and an agreement was reached with regard to all points to which 
the Indianapolis complainant desired truck-competitive rates, except to 
Louisville. To that point complainant desired the reduced rates to apply 
also on lard as an item in mixed carloads with fresh meats and packing- 
house products, but defendants declined. The reduced rates from Chi- 
cago were restricted so as not to apply on lard, although the latter com- 
modity is permitted in the mixture at the regular rates. Undue preju- 
dice to Indianapolis and undue preference of Chicago could not result 
from defendants’ refusal to establish more favorable rates from the 
alleged prejudiced point than were accorded the alleged preferred point. 

This complainant also takes the position that, although the contract 
truck rates from Indianapolis are higher than those from Chicago, the 
failure of defendants to establish the same level of rates from Indian- 
apolis as applies from Chicago is violative of section 3 of the act. De- 
fendants offered to establish truck-competitive rates from Cincinnati 
and from Indianapolis. There are now no truck-competitive rates from 
Cincinnati. From Indianapolis defendants established the reduced rates 
sought, based on the truck rates from Indianapolis, less the cost of re- 
frigeration. A similar issue was considered in meats, packing-house 
products, Chicago, C. F. A. Territory, supra, and the Commission said 
that the reduction from Indianapolis to Cleveland and Detroit which 
respondents proposed would have met the motor-carrier competition 
from and to those points, and respondents were obligated to go no 
further. The same principle applies with respect to the instant situation. 


Treating the contention of the complainants that the re- 
duced rates from Chicago had failed to enable the rail carriers 
to hold the tonnage they had and to regain that lost to trucks, 
the report said that the tonnage figures submitted showed that 
substantial trick competition was still present, and that the re- 
duced rates had resulted in increased traffic to the rail carriers. 
It pointed out that when the reduced rates from Chicago were 
proposed Armour & Co. had contemplated the construction of 
truck and cooler facilities at its Chicago plant, but that this had 
not been done because the rail rates were reduced. Apparently 
that company had sufficient trucks to handle the entire output 
of its plant to Central Territory, the report said. 
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As to the Indianapolis complainant, the report said that 
company moved its products by rail and by its own trucks to 
Cleveland, Chicago, Columbus, and Detroit, adding that the ton- 
nage moved by truck was not shown. It pointed out that, how- 
ever, notwithstanding the existence of reduced rates from In- 
dianapolis to Detroit, Cleveland, and Akron “this complainan‘ 
shipped by rail, in a 4-months’ period, 7 cars to Detroit in 1940 
and only 1 car in 1942; 6 cars to Cleveland in 1940 and 8 cars in 
1942; and to Akron 18 cars in 1940 and 34 cars in 1942.” 
Commissioner Porter quoted the Commission report on fur- 
ther consideration in Meats, Packing House Products, Chicago 
C. F. A. Territory, 241 I. C. C. 1, to the effect that the elimina- 
tion of a finding of undue prejudice to certain Wisconsin, Iowa, 
and Minnesota points should not be construed as approval of 
the application by the respondents of a different policy of mak- 
ing rates from Chicago than from competing points and that, 
insofar as they were in position to control the rates, they should 
meet important and compelling competition to substantially the 
same extent as they met competition from Chicago, provided 
that to do so did not result in rates that were less than com- 
pensatory or otherwise unlawful. Commissioner Porter said 
that, in his opinion, complainants herein were entitled to reduc- 
tions in the rates from their shipping points to the same destina- 
tions as those to which the rates were reduced from Chicago. 


Forwarder Competitive Rates 


Forwarder rates from New York and St. Louis to the 
southwest were the subject of a report of the Commission, 
division 3, in I. and S. No. 5257, Forwarder Rates, New York 
& St. Louis to Texas, embracing I. and S. No. 5288, Com- 
modities, New York & St. Louis to Dallas. 

In the title proceeding, the Commission found not shown 
to be just and reasonable commodity rates on numerous arti- 
cles from New York, N. Y., and St. Louis, Mo., to Dallas and 
Fort Worth, Tex., and reduced class rates from New York 
and St. Louis to Dallas, Fort Worth, Houston, and San Antonio, 
proposed by Gulf Carloading Co., Inc., and affiliated freight for- 
warders, and made effective after the order suspending operation 
of the schedules was vacated. Gulf’s evidence, said the report, 
clearly did not constitute the proof required by the statute to 
show that the proposed rates were just and reasonable. The 
respondents were required to cancel the involved. sections of 
Agent E. L. Dimick’s tariff I. C. C-FF No. 11 on or before 
September 12, on not less than one day’s notice. 

In I. and S. No. 5288, the Commission found just and 
reasonable the proposed cancellation by Morgain Forwarding 
Co. of commodity rates on numerous articles from New York 
and St. Louis to Dallas, and the resulting class rates. It 
vacated its order of suspension as of August 23, and discon- 
tinued the proceedings. The report pointed out that the class 
rates that would apply following cancellation of the commodity 
rates were on the basis prescribed by the Commission in the 
southwestern revision. 

The report pointed out that, prior to October 23, 1943, when 
it met the lower competitive class rates of Central Package 
Car Co., and Texas Freight Co., Inc., Gulf had also maintained 
the rates prescribed in the southwestern revision. It said that, 
at the hearing, Gulf had gone no further in justification of 
the commodity rates and reduced class rates under investiga- 
tion than to declare that its sole purpose was to meet the 
competitive rates of Morgain, Texas and Central. The report 
said Gulf had instructed its publishing agent to cancel the 
commodity rates if they were cancelled by Morgain, and to 
reestablish standard class rates (the rates under the south- 
western revision) when and if such rates were established by 
Texas and Central. The report said Gulf regarded the standard 
class rates as the normal and reasonable rates and believed 
that its present class and commodity rates were unreasonably 
low, but insisted that if it was to remain in business it must 
meet the rates of these competitors. 


Bush Terminal Operation 


With the provision of conditions for the protection of 
employes who might be adversely affected, and certain other 
conditions, the Commission, division 4, has approved operation 
by the Bush Terminal Railroad Co. of the railroad properties 
of the Bush Terminal Co., by a report and certificate in Finance 
No. 14137, Bush Terminal Railroad Co. Operation. The pro- 
ceeding involved an application by the Bush Terminal Railroad 
Co. for authority to extend its existing line of railroad by 
the acquisition, by lease, of the railroad trackage and other 
railroad facilities now owned and operated by the Bush Ter- 
minal Co., approximately 13.56 miles in Brooklyn, N. Y. The 
certificate was made effective 40 days from its date, July 238. 

The report said the so-called New York harbor lines and 
the Bush Terminal Buildings Co., and its tenants, intervencd 
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in the proceeding to request that, if the application was granted, 
conditions be imposed requiring the applicant to maintain 
public freight stations at buildings Nos. 19 and 23 and furnish 
freight cars for less-than-carload freight to and from multiple- 
story buildings Nos. 19, 20, 22, 23, 24, and 26 owned by the 
buildings company, without additional cost to the trunk lines 
or to the shippers. It said this service had been furnished by 
the terminal company prior to August 22, 1942, as agent for 
the trunk lines. It said the brotherhood representing all of the 
clerical employes in various departments of the terminal com- 
pany, except the railroad department, had been permitted to 
intervene for oral argument, and that, at the argument, counsel 
for the applicant and the brotherhood had agreed to the im- 
position of conditions for the protection of the employes of 
the terminal company similar to those provided by the Commis- 
sion in Oklahoma Railway Co. Trustees Abandonment of Oper- 
ation, ete., 257 I. C. C., decided May 17 (see Traffic World, 
May 27, p. 1433). 

The protective conditions imposed for employes adversely 
affected included a displacement allowance where an employe 
was placed in a worse position; dismissal allowance where he 
was deprived of employment; continuance of such benefits as 
free transportation, pension, hospitalization, relief, etc.; ex- 
penses for moving; reimbursement for any loss suffered in the 
sale of his home for less than its fair value where he was 
required to move, protection against loss to the extent of the 
fair value of any equity in a home being purchased under 
contract; and protection against loss and cost in obtaining 
cancellation of a dwelling lease. It was provided that no claim 
for loss should be paid under the provisions of the conditions 
as to change of residence not presented within one year after 
the date the employe was required to move. 

The further conditions imposed by the decision were: 


1. That the applicant designate the 48th street freight house as 
a station on its line and furnish pickup and delivery service no less 
favorable to shippers and receivers than such service furnished in the 
so-called Bush area by the Bush Terminal Company, as agent for the 
trunk lines, since August 22, 1942, and 

2. That, if the applicant and the trunk lines fail, prior to com- 
mencement of operations of the properties involved by the applicant, 
to execute new agreements as to divisions, the applicant adopt the 
allowances provided in the existing contracts between the Bush Ter- 
minal Company and the trunk lines as to traffic now or heretofore 
handled by the terminal company, as agent for the trunk lines, and 
without change in the situation as to charges for pickup and delivery 
service between buildings. 19-26 and the 48th street freight house; 
provided, however, that if such new agreements are not executed 
within 3 months after the effective date of our certificate herein, the 
applicant shall initiate proceedings before us for the determination of 
just, reasonable, and equitable divisions. 


The report said the applicant filed tariffs and concurrences 
with the Commission, and under agreements with other carriers 
received divisions of through rates. It said that, under agency 
contracts entered into in 1923 and 1924, the terminal company 
received from the trunk lines allowances of from 7 to 9 cents 
a 100 pounds, according to points or origin of in-bound, or 
destination of out-bound, shipments, for transporting with its 
own equipment traffic between the terminal area designated 
in trunk-line tariffs as Bush Docks and the float-bridges of the 
trunk lines located in New York harbor, on the New Jersey 
shore, at Staten Island, and at Oak Point. It said the terminal 
company also had a contract with each trunk line to perform 
for it pick-up and delivery service in the borough of Brooklyn. 
It added that the trunk lines and the terminal company were 
not in agreement as to whether this contract covered such 
service between the 48th street freight station and buildings 
19-26. It said the applicant had stated that it expected to nego- 
tiate contracts with the trunk lines on substantially the same 
terms and conditions and without general increase in the 
present costs to the trunk lines, as a whole, because of the 
changes contemplated, and that the granting of the application 
would not entail any increase in rates or charges to shippers 
and consignees as now served by the terminal company as 
agent either of the applicant or of the trunk lines. 


The report said the lease was for one year beginning Jan- 
uary 1, and from year to year thereafter until terminated at the 
end of any lease year on three calendar months’ notice by either 
party. After discussing the terms of the lease, the report said: 


If the application, as presented, is granted the applicant will 
perform the railroad and towage services now performed by the ter- 
minal company as part of its service as agent for the trunk lines. 
Piror to August 22, 1942, the company as agent for the trunk lines 
furnished freight-car service for less-than-carload traffic to and from 
buildings 19-26. The physical operations will be described below. Since 
that date such traffic has been handled in pickup and delivery service 
by the terminal company to and from the 48th street freight house. 
As will appear below, the entire controversy in this case is with 
respect to the less-than-carload service to the buildings 19-26 located six 
or seven short city blocks, or less than one-third of a mile, north 
of the freight house. Carload service is not involved. 
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After a discussion of the situation with reference to the 
service at buildings 19-26, the report said it was apparent that 
the inconveniences and additional costs attributed by the ship- 
pers in those buildings to the pick-up and delivery service 
from the 48th street freight house had been of minor im- 
portance. It said the benefits that accrued to the carriers and 
to the general public since August, 1942, from that method of 
handling the less-than-carload freight, which, it said, was not 
different than that in effect since 1936 to all other shippers in 
the area, outweighed the minor adverse effects suffered by that 
portion. of the public represented by the tenants in buildings 
19-26. It said no conditions.would be imposed requiring the 
applicant to maintain stations at those buildings, or to restore 
the freight-car service that was in effect prior to August 22, 
1942, or to furnish substitute truck service between those build- 
ings and the 48th street freight house without additional cost 
to the shippers. The pick-up and delivery service should be 
continued, it said, and that in order that there might be no 
doubt as to its continuance, the 48th. street freight house 
would be made a station on the applicant’s line. It continued: 


The request of the trunk lines that the present arrangement be- 
tween them and the terminal company be adopted by the applicant 
when the lease becomes effective is suggested as a basis of divisions 
and allowances until changed by agreement or by our order. As a 
temporary basis the applicant concurs in the request, that is, it will 
accept terminal company allowances as divisions on traffic now or here- 
tofore handled by the terminal company, with no change in the situ- 
ation as to pickup and delivery charges with respect to buildings 19-26, 
and with no change in its present divisions on traffic now handled by it, 
but it does not agree-to a condition to that effect. Negotiations be- 
tween the parcies have been in progress for more than a year, but 
apparently a final agreement has been deferred to await the outcome 
of this proceeding. The situation should be cleared up as promptly 
as possible. On the assumption that the applicant will proceed under 
the authorization herein granted at as early a date as feasible after 
our certificate becomes effective, we will impose the condition requested 
with the understanding that, if the parties do not arrive at definite 
agreements within 3 months after the effective date of the certificate, 
the applicant initiate proceedings before us for the determination of 
just, reasonable and equitable divisions. 


Water Rights Reversal 


Authority to perform local general towage between points 
on the Great Lakes or between points on the Gulf of Mexico 
has been denied the applicants in two proceedings by the action 
of the Commission on rehearing and reconsideration in W-12, 
Moran Towing & Transportation Co., Inc., Applications, em- 
bracing W-237, Dauntless Towing Line, Common Carrier Ap- 
plication. The prior certificates, granted in 250 I. C. C. 541, 
and 250 I. C. C. 555, respectively, were vacated, and the modi- 
fied certificates made effective October 27. 

In W-12, in addition to reversing the findings in the prior 
report as to the Great Lakes and Gulf of Mexico rights, the 
instant report affirmed the prior report in so far as they found 
the applicant entitled to continue operation as a common car- 
rier by towing vessels in the performance of general towage 
between points on the Atlantic Coast and inland tributary 
waterways, including the New York state canal system; between 
points on the Gulf of Mexico, on the one hand, and, on the 
other, points on the Atlantic Coast and inland tributary water- 
ways, including the New York canal system and the Great 
Lakes; and between points on the Great Lakes, on the one 
hand, and, on the other, points on the Atlantic Coast and 
inland tributary waterways including the New York canal 
system. 

The instant report also affirmed the prior findings in so 
far as they dismissed the application under section 303(e) for 
exemption of contract carrier operations. In that connection, 
the Commission said the transportation for which exemption 
was sought by the applicant was not such that it was not 
actually and substantially competitive with other common car- 
riers by water engaged in general towage. It said the appli- 
cant’s operations extended over a vast territory and that it 
was well known that many other carriers were engaged in a 
similar service over, at least, portions of the territory served 
by the applicant. and that all competed for the towage jobs to 
be performed. Furthermore, it said, the general towage of 
those carriers as well as that of the applicant, was held out to 
the general public and that the service was, therefore, that 
of a common carrier rather than a contract carrier. The 
exemptions sought should not be granted, it said. 

In W-237, in addition to reversing the findings in the prior 
report as to towage on the Great Lakes and the Gulf of Mex- 
ica, the instant report affirmed the prior findings in so far as 
they found the applicant -entitled to continue operation as a 
common carrier by towing vessels in the performance of gen- 
eral towage between points on the Atlantic Coast and inland 
tributary waterways, including the New York state canal sys- 
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tem, and between points on such waterways, on the one hand, 
and, on the other, points on the Great Lakes. 

Chairman Patterson dissented, saying his difficulty with 
the majority. report arose from the fact that the bases for 
according “grandfather” rights were stated in the form of 
conclusions without a showing of the facts on which the con- 
clusions were based. He said the actual services performed 
were merely summarized in general terms and that, in his 
opinion, the report did not afford sufficient basis for concluding 
that the operations were or were not substantially the same as 
those the applicants were performing on the statutory date and 
continuously since. ° 

Commissioner Miller said that nothing had been shown as 
the result of the further hearings to cause him to alter the 
views stated in his dissenting-in-part expressions in the prior 
reports of division 4 and that, to the extent that the report 
affirmed the findings in those prior reports, he dissented. He 
said that, in his opinion, the findings were contrary to the facts 
and the law. 

Commissioner Splawn, dissenting in part, said he dissented 
in so far as the report granted the applicant in W-12 a certif- 
icate under the “grandfather” clause for the reason that he 
found no substantial evidence that the applicant had performed 
any service that was not exempt. 


Seaboard-Great Lakes Application 


By a report and order in W-609, Seaboard-Great Lakes 
Corporation, Common Carrier Applications, the Commission, 
division 4, has denied the applications, one for “grandfather” 
rights, and one under section 309(c) of the interstate commerce 
act. The applicant sought “grandfather” authority to continue 
operation as a common carrier of commodities generally from 
and to Atlantic coast ports, between Eastport, Me., and Nor- 
folk, Va., inclusive, and from and to points within New York 
harbor limits to and from points on the New York state canal 
system and ports on the Great Lakes. In its second application, 
it sought a certificate of public convenience and necessity 
authorizing continuance of an operation instituted between 
January 1, 1940, and February 1, 1941, as a common carrier by 
water in the transportation of commodities generally from and 
to the points aforementioned. 


The report said the claim for “grandfather” rights was 
based on the alleged bona fide operation of its predecessors in 
interest and assignors, the New York Marine Co., and the 
Ligherage Holdings, Inc. The report reviewed certain stipula- 
tions entered into by applicant and protestants. at the original 
hearing, generally tending to show that arrangements were 
under the control of others. It also reviewed certain contracts, 
one of which, it said, was not of a continuing character. In 
some instances the applicant’s predecessors had leased barges 
or tugs to certain carriers that issued the bills of lading on the 
shipments and received as consideration therefor a percentage 
of the freight charges, said the report, adding that these ar- 
rangements did not constitute applicant’s predecessors common 
or contract:carriers of the shipments. It also pointed out that 
some of the carriers that issued the bills of lading had been 
granted certificates by the Commission and that the granting 
of multiple “grandfather” rights would be inconsistent with 
the act. 

As to the operations begun after January 1, 1940, but be- 
fore February 1, 1941, the report said that it must be shown 
that such operations were or would be required by the present 
or future public convenience and necessity, among other things. 
It pointed out that, because of war conditions, the volume of 
traffic on the New York state canal system, particularly the 
merchandise traffic subject to regulation, had drastically and 
progressively declined in recent years, and that from 1936 to 
1942 the merchandise traffic had declined from 1,764,434 tons 
to 678,210 tons. It said that 21 carriers had been granted cer- 
tificates to operate on the canal system, and that the total 
cargo-carrying capacity of those carriers amounted to 436,800 
tons. It said the evidence indicated that their facilities were 
more than adequate to carry the merchandise traffic now avail- 
able, and that there was no evidence that those facilities might 
prove inadequate to transport the increased tonnage that might 
develop after the war. 


M. P. Motor Subsidiary Rights 


Ruling that the applicant had not justified any motor op- 
erations except those that contributed to expedited handling of 
rail traffic, and also that the imposition of key-point restric- 
tions made unnecessary the condition that all shipments trans- 

orted receive either a prior or subsequent movement by rail 
in addition to the key-point restrictions, as requested by the 
protestant motor carriers, the Commission, division 5, by a 
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report and order in MC 89723, Sub. 4, Missouri Pacific Freight 
Transport Co., Extension, embracing MC 89723, Sub. 5, Same, 
has granted the Missouri Pacific subsidiary’s application. The 
authority granted covered the transportation of general -com- 
modities over 47 specified routes between certain points in 
Texas. 

The conditions included the usual one that service should 
be limited to that auxiliary to, or supplemental of, rail service 
of the following railroads: 


Asherton & Gulf; Asphalt Belt; Beaumont, Sour Lake & Western; 
Houston & Brazos Valley; Houston North Shore; Orange & Northwest- 
ern; Rio Grande City; St. Louis, Brownsville & Mexico; San Antonio 
Southern; San Antonio, Uvalde & Gulf; San Benito & Rio Grande; 
Sugar Land, and International-Great Northern. 


The key-point restriction read as follows: 


No shipments shall be transported by applicant as a common carrier 
by motor vehicle between any of the following points, or through o1 
to or from more than one of said points: Fort Worth, Mineola, Long- 
view, Palestine, Hearne, Navasota, Houston, Beaumont, Austin, San 
Antonio, Dilley, Laredo, Bay City, Odem, Raymondville, and Waco. 


The authority included service to all intermediate points 


and all off-route points within 10 miles of the highways named, 
which points, whether intermediate or off-route, were stations 
on the lines of the aforementioned railroads. 

The report said the applicant was “but the instrumentality 
of a rail carrier or group of affiliated rail carriers,” and that 
the business of the latter was the movement of freight by 
railroad. It had been demonstrated, the report said, that the 
use of local trains in the distribution and pick-up of less-than- 
carload freight at the smaller way stations was slow, inefficient 
and uneconomical. This being true, it continued, it was in the 
public interest that these railroads be permitted to expedite 
and improve the rail service by operating trucks out of the 
larger rail points for the delivery and pick-up of less-than- 
carload freight at the smaller way points. It continued: 


But, on the other hand, to permit applicant here to operate trucks 
between the points where fast freight trains necessarily, or ordinarily, 
stop and to transport therein traffic which can readily and expeditiously 
be moved by rail is to permit it to engage in all-motor service as a 
substitute for, and in competition with, rail service rather than as an 
aid to such service. In other words to authorize applicant to transport 
freight over long distances between normal or logical break-bulk points 
for ‘‘merchandise’”’ or ‘‘package freight’’ cars would be to authorize it 
to engage in all-motor operations which have not been shown to be 
required by public convenience and necessity. 


The report said the operations proposed should not be 
authorized without attaching the usual conditions including one 
naming key points, adding that the fact that the railways 
might on occasion have only a limited amount of traffic moving 
to a particular key point was no ground for authorizing them 
to abandon their status as rail carriers and to engage in all- 
motor service between large rail points. On the other hand, it 
said, modifications might be sought if experience demonstrated 
that any key-point was not an appropriate break-bulk point. 
The report said Austin and Waco should be added to the points 
indicated by the applicant. ; 

In connection with the denial to require the prior or sub- 
sequent rail haul movement, the report said: 


With the naming of the key points above indicated the requested 
prior-or-subsequent rail haul restriction suggested by protestants is 
unnecessary. As applied to interstate or foreign traffic it would have 
no particular significance except in connection with short hauls to and 
from port cities and possibly to some extent in connection with pool 
car distribution services. As to these operations the condition 1, limit- 
ing the authorized service generally to that which is auxilliary to or 
supplemental of rail service and the restriction to on-rail points (con- 
dition 2) appear to be adequate having in mind our decision in Texas 
and Pacific M. Transport Co. Com. Car Application, 41 M. C. C. 721, 
wherein we construed condition 1 to limit the transportation which 
may be performed by truck to the transportation of rail traffic, that is, 
traffic moving on the railroads’ responsibility, on railroad billing, and 
at railroad rates. 


The report said that the protestants’ fundamental point, 
that the act provided for no different degree of proof of public 
convenience and necessity, whether the applicant was a rail- 
road or an independent motor carrier, was undoubtedly sound, 
but that it did not require denial of the instant application. 
It said the applicant clearly had not justified any new all-motor 
services, but that it was proposing primarily, and had shown 
to be required by public convenience and necessity, a motor 
service functioning solely in aid of, and as a part of, rail serv- 
ice. It said that proof of an abundance of all-motor service 
did not negative the fact that such a coordinated motor-rail 
service was needed, nor, it added, was proof that adequate all- 
motor service was now available any bar to a grant of the 
authority sought for a coordinated motor-rail service. 

Protestants’ further argument that coordinated service 
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should be accomplished by the railways through arrangements 
with existing motor carriers had been considered in a number 
of proceedings beginning with Kansas City S. Transport Co., 
Inc. Com. Car. Application, 10 M.C.C. 221, 25 M.C.C. 5, said 
the report, and that it was concluded that the public interest 
would be more adequately served by a service coordinated with 
the applicant than by one under arrangements with existing 
independent motor carriers. Earlier, the report had said that 
twenty-three regular-route motor common carriers had’ been 
represented by witnesses, and that these carriers, collectively, 
operated over 1,000 vehicles that were not used to capacity at 
the time of the hearing. 

It said that these carriers provided overnight service be- 
tween the principal points in Texas and second-day service from 
and to points in the so-called winter garden and valley areas; 
and that they provided collection and delivery service at prac- 
tically all points on their routes and maintained terminal facili- 
ties at principal points thereon. For the most part, the report 
said, their tonnage consisted of merchandise freight and that 
this freight had increased in volume in the years when the 
corresponding traffic of the rails had declined steadily. It said 
that, if the proposed operations were authorized, the motor 
carriers anticipated a loss of tonnage to the rails. 

As to the rail situation, the report said that, in common 
with other southwestern railroads, the group involved had 
experienced substantial reductions in their less-than-carload 
traffic and revenues between 1927 and 1941. It said the protes- 
tants took the position that the loss of their less-than-carload 
traffic had been relatively unimportant to the railways, whereas, 
on the other hand, merchandise or package freight comprised over 
90 per cent of the tonnage of motor carriers and that its total 
loss, or a portion thereof, to rail carriers would be seriously 
detrimental to their revenues. It pointed out, however, that in 
1941 less-than-carload traffic still remained important to the 
railroads and that it had produced more revenue than any other 
particular traffic except manufactured and miscellaneous ar- 
ticles and refined petroleum products. 


U. P. Equipment Trust 


With the members of the Commission’s division 4 differing 
as to whether the applicant should use part of $215,919,050 
cash on hand to pay for needed equipment, or keep that cash 
to meet maturing obligations, the division has issued its 
report and order in Finance No. 14613, Union Pacific Railroad 
Co. Equipment Trust Certificates, authorizing the applicant to 
assume obligation and liability, as guarantor, in respect of 
not exceeding $8,120,000 of U. P. equipment trust certificates, 
series H. The certificates are to be issued by the Pennsylvania 
Company for Insurance on Lives & Granting Annuities, as 
trustee, and sold at 100.276 per cent of par and accrued divi- 
dends. Halsey, Stuart & Co., Inc., and associates, were the 
successful bidders. On.the accepted basis, the report said, the 
average annual cost of the proceeds to the applicant would 
be approximately 1.70 per cent. 

The report, with Commissioner Mahaffie furnishing a 
concurring opinion, and Commissioner Porter dissenting, said 
the applicant was conserving its cash largely for the vurpose 
of retiring $52,404,500 of outstanding bonds maturing in June 
and July, 1946, and $103,787,000 of outstanding bonds maturing 
in January and July, 1947. ‘It said that, in view of the neces- 
sity of the applicant’s conserving its cash to provide for these 
—* in the next three years, the authority should be 
granted. 


_ Commissioner Mahaffie said that no securities could be 
issued to refund the applicant’s very large 1946-47 maturities 
without the Commission’s approval, adding that “whether any 
refunding can be justified will depend on conditions existing 
at or near the dates on which these obligations must be met. 
I think it proper that applicant try to build up its cash position 
so that it may, so far as is practicable, pay its maturities in 
full in cash.” He said that, borrowing at 1.7 per cent on a 
10-year serial basis as a step in that procedure seemed to him 
entirely appropriate. However, he added, he would not, in 
view of the Commission’s obligation to pass on the question 
when it was presented, attempt now to determine, nor would 
he ask the applicant to bind itself, as to the extent to which 
these maturities would be met without refunding. 
Commissioner Porter, dissenting, said the applicant had 
cash on hand of not less than $215,919,050, and that by the end 
of the year that amount would probably be not less than 
$250,000,000. None of this huge amount, he said, as far as 
the Commission had been informed, had been earmarked for 
any particular purpose. Referring to the 1946-47 maturities, 
he said that no commitment had been made to the Commis- 
Sion that any of the available cash would be used for the re- 
tirement of all or any part of that debt. All the Commission 
Was told, he said, was that “with these maturities facing us, 
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we think it highly desirable to conserve our cash, one of the 
methods of accomplishing this being to avail ourselves of low 
cost money which can now be borrowed under an equipment 
trust under present market conditions.” 

Commissioner Porter said that, considering its revenue 
prospects for the near future, it seemed to him that the appli- 
cant could pay cash for all of the equipment and still expect 
to have on hand at the several maturities sufficient cash with 
which to pay all of them. He said that, on the showing made, 
he could not find, the creation of the additional debt compat- 
ible with the public interest or that it was reasonably neces- 
sary or appropriate for or consistent with the proper perform- 
ance by the applicant of its service to the public. 

The equipment to be acquired, according to the report, 
comprises 35 locomotives and 100 steel-sheated wood-lined ca- 
boose cars, at a total estimated cost of $10,164,600. 


Chicago Area Commutation Fares 


Pointing out that the instant proceeding was an outgrowth 
of Ex Parte 148 and that the latter was a revenue case, and 
concluding that, insofar as the facts were shown of record in 
the present proceeding, each of the railroad respondents was 
earning a substantial return on its operations as a whole, the 
entire Commission, with three members dissenting, in a report 
in No. 28974, Interstate Commutation Fares—Chicago, Ill., Dis- 
trict, has found not shown to be unlawful the commutation fares 
between points in the Chicago, IIl., district and has discontinued 
the proceeding. The railroads operating commuter trains in the 
area, the Commission said, sought an increase of “generally 20 
per cent” in their commutation fares, contending that those 
fares were generally below the cost of the service. 

In the Ex Parte 148 proceeding (Increased Railway Rates, 
Fares and Charges, 1942, 248 I. C. C. 545, 255 I. C. C. 357), the 
Commission observed, a 10 per cent increase in passenger fares 
was authorized originally but was revoked when the Ex Parte 
148 increases were suspended with the statement that further 
investigation would be made into the commutation fares. It 
cited its conclusions as to such fares, in the suspension decision, 
that “the question whether basic commutation fares should be 
increased requires further investigation’’ and that “we therefore 
shall resume investigation of commutation fares where this pro- 
ceeding (Ex Parte 148) began.” The investigation in No. 28974 
was instituted April 28, 1943, together with three other, similar 
investigations into the reasonableness and lawfulness of inter- 
state fares, but those other investigations had been discontinued 
on petitions of the respondents that the investigations be held 
in abeyance pending the termination of hostilities, the Commis- 
sion noted. 


It said the traffic moving on interstate commutation fares 
was but a small part of the entire commutation business to, from 
and within the Chicago district, the revenue from the interstate 
fares in 1942, as an example, having been only $459,587, or less 
than 4.5 per cent of the total commutation revenue of the re- 
spondents. 

“The fares which are the subject of this investigation,” 
said the Commission, “are those charged for commutation 
tickets, good for ten or more rides, between points in the Chi- 
cago district, on the one hand, and, on the other, points in south- 
eastern Wisconsin, or northwestern Indiana, or southwestern 
Michigan, one-way and round-trip fares are not here involved. 
Each carrier has its own system of commutation fares. .. .” 


The Commission said that this case had been heard jointly 
with a proceeding instituted by the Illinois Commerce Commis- 
sion embracing the intrastate commutation fares between points 
in Illinois in the Chicago district, and that “the Illinois commis- 
sion concurs in the findings herein.” It noted that the protestants 
against any increases in the fares included the Office of Price 
Administration and the Illinois attorney general. 

Respondents contended, the Commission said, that their cost 
data showed that the suburban trains were generally operated 
without much profit and in some instances at a substantial loss. 
The Commission reviewed such data, by individual lines—the 
South Shore, as to which it said that the data presented were 
insufficient for determination of the out-of-pocket costs of the 
commutation service; the North Shore, whose methods of de- 
veloping such costs, according to the Commission, produced in- 
accurate results; the North Western, which reported a deficit 
of $44,062 from its suburban passenger service for 1942; the 
Milwaukee, which reported a deficit from that type of service 
of $404,858 in 1942; the Pennsylvania, the New York Central, 
and the Grand Trunk. 

The Commission cited a contention by the O. P. A. that, be- 
cause each respondent was now earning a substantial return on 
its freight and passenger traffic as a whole and was in much 
better financial condition now than it was several years ago, and 
in view of the anti-inflation policies of the government, the Com- 
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mission should hold the commutation fares at present levels as 
maxima, at least until after the war. 

Wide disparities in commutation fares, as between different 
lines and different distances, including such price ranges as from 
0.6 to 1.6 cents a mile on 54-ride monthly tickets, were cited by 
the Commission. It added: 


Respondents’ witnesses were unable to explain the reasons for 
such wide disparities in the commutation fares, one of them stating 
that ‘‘they just grew up like Topsy.’’ On this record -we see little 
justification, either in the cost of furnishing the service or in the 
value to the commuter of the service rendered, for such a large dif- 
ference in the fares. Revision of certain of the fares published by 
respondents, no doubt, would result in a better commutation fare struc- 
ture and an increase in revenues. This record does not contain sufficient 
evidence to enable us to make such revision. A general percentage 
increase, of course, would aggravate these disparities. 


It appeared, the Commission said, that competition of other 
forms of transport in the years before the war resulted in a re- 
duction of commuter patronage for respondents, but that since 
the beginning of the present war the revenue from commuter 
service had increased materially. 

“The costs of rendering the service likewise have increased,” 
it said, ‘“‘but on the whole the net result produced has been much 
better than achieved in the preceding several years. Passenger 
traffic for the past few years has been mounting. .. . Reasonably 
low commutation fares are necessary in normal times, and 
nothing shown of record indicates that they are less essential to 
the war effort during the present emergency. Commutation 
service is of prime necessity to thousands of people and the 
fares charged probably are as important as any other item in 
their costs of living... .” 

The Commission set forth its findings and conclusions as 
follows: 


We find that the cost data submitted by respondents can not be 
accepted as accurately reflecting the cost of the commutation service 
of any respondent; that the cost of service, while an important element, 
is not the sole consideration in determining the reasonableness of 
commutation fares; that there is a wide variation in respondents’ com- 
mutation fares; that respondents’ revenues derived from commutation 
traffic have been steadily increasing; that the passenger operations 
as a whole of each respondent are making a substantial contribution 
to its present net earnings which are considerably in excess of the 
earnings of the pre-war years; and that a general commutation-fare 
increase is not necessary (1) to maintain an adequate national trans- 
portation system, (2) to maintain essential commutation service by 
respondents, nor (3) to carry out the national transportation policy 
declared in the act. 

We, therefore, conclude that respondents have not justified any 
general increases in their commutation fares in the Chicago district, 
and that the commutation fares under consideration have not been 
shown to be unreasonable or otherwise unlawful. The proceeding will 
be discontinued. 


Dissents were noted by Chairman Patterson and Commis- 
sioners Porter and Miller. Commissioners Mahaffie and All- 
dredge noted that they concurred in the result of the majority 
decision. 


INTRASTATE FARES DECISION 


The handing down of a decree by the federal court for 
the western Kentucky district, Louisville division, sustaining 
the Commission’s order requiring railroads to bring intrastate 
fares in Alabama, Tennessee and Kentucky up to the interstate 
level, coupled with the decision of the federal court for the 
eastern North Carolina district, Raleigh division, also sustain- 
ing the Commission’s order, has resulted in complete approval 
of the Commission’s report and order in the four consolidated 
proceedings, No. 29036, North Carolina Intrastate Coach Fares 
(see Traffic World, July 29, p. 266); No. 28963, Alabama Intra- 
state Fares; No. 29000, Kentucky Intrastate Fares and No. 
29037, Tennessee Intrastate Fares (see Traffic World, April 1, 
p. 897). The state commissions had previously denied the pro- 
posed increases. 

The Kentucky court said the Commission’s order was an 
authorized and valid order, correctly applied the proper prin- 
ciples of law to the facts found by it and approved in these 
proceedings, and was not arbitrary and unreasonable. It said 
the injunction prayed for in each of the three actions was de- 
nied and proceedings dismissed in each instance. 

The proceedings were docketed as action No. 706, State of 
Alabama and Public Service Commission, vs. United States of 
America and Interstate Commerce Commission; action No. 
707, State of Tennessee and Railroad and Public Utilities Com- 
mission vs. Same; and action No. 708, Commonwealth of Ken- 
tucky and Railroad Commission of Kentucky, vs. United States 
of America. 





EASON MOTOR RIGHTS PURCHASE 

By a report and order in MC F-2420, W. B. Snow and 
Floyd D. Snow—Purchase—Mattie Zula Eason, the Commission, 
division 4, has approved and authorized, subject to condition, 
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purchase by W. B. Snow and Floyd D. Snow, doing business as 
Snow Brothers, of Akron, O., of operating rights of Mattie Zula 
Eason, also of Akron. The Eason rights involved common car- 
riage of household goods over irregular routes between points 
in Summit County, O., on the one hand, and, on the other, 
points in Indiana, Pennsylvania, New York, Massachusetts, 
Connecticut, and Rhode Island. 


GREENBERG RIGHTS SALE 


The Commission, division 4, by a report and order in 
MC F-2422. John J. Palmer—Purchase—Earl Greenberg, has 
approved and authorized purchase by John J. Palmer, doing 
business as John J. Palmer Motor Service, of Millville, N. J. 
of operating rights and property of Earl Greenberg, doing 
business as Philadelphia & Bridgeton Daily Motor Freigh: 
Service, of Philadelphia, Pa. The rights were under lease to 
Palmer until September 2, involving the transportation of gen- 
eral commodities between Philadelphia and Cedarville, N. J., 
via Camden, Westville, Mullica Hill, and Bridgeton, and be- 
tween Philadelphia and Port Elizabeth, N. J., over a specified 
route, serving all intermediate points on such routes and off- 
route points in Pennsylvania and New Jersey within 25 miles 
of Philadelphia and those within 10 miles of the routes specified. 

The report said that the regular-route operating rights of 
Greenberg were within the same general territory in which 
Palmer operated over irregular routes, and that Palmer would 
be expected to preserve the separate nature of the two classes 
of operations in conducting the unified operations. 


WM. COURTNEY SMITH MOTOR PURCHASE 


The Commission, division 4, by a report and order in MC 
F-2448, J. F. Rimbolt, Jr., and J. E. Hayes—Purchase—Wm. 
Courtney Smith, has approved-and authorized, subject to con- 
dition, purchase by J. F. Rimbont, Jr., and J. E. Hayes, doing 
business as W. R. Smith Transfer, of Houston, Tex., of op- 
erating rights and property of Wm. Courtney Smith, doing 
business as W. R. Smith Transfer, also of Houston. The rights 
to be purchased involved common carriage of general commodi- 
ties over irregular routes between points within three miles 
of, and including, Houston; intrastate rights under a Texas 
specialized motor carrier certificate for the transportation of 
household goods and office furniture and equipment between 
Houston and points in Texas; and intrastate rights under a 
Texas contract carrier permit under which the seller operated 
intrastate for Montgomery Ward & Co., Inc., within a 50-mile 
radius of Houston. 


Commission Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


Logs and Stumps to Pulaski, Va. 


No. 29032, Pulaski Veneer Corporation vs. Atlantic & 
Yadkin et al. By division 2. Carload rates on logs and stumps 
of native wood to Pulaski, Va., unreasonable to extent of excess, 
subject to minimum of 40,000 pounds, of 19 cents a hundred 
pounds from Crab Orchard, Tenn., 20 cents from Algood, Tenn., 
20 cents from Cookeville, Tenn., 25 cents from Memphis, Tenn., 
13 cents from Spruce Pine, N. C., 16 cents from Huntdale, N. C., 
18 cents from Williamston, N. C., 18 cents from Dupo, S. C., 
19 cents from Sumter, S. C., 24 cents from Whitesburg, Ky., 
and 26 cents from Sunflower, Ala. (to which may be added the 
authorized general increase of 6 per cent for shipments made 
in the period from March 17, 1942, through May 15, 1943), 
and found not unreasonable as to shipments from other points 
named in complaint. The Commission said the defendants 
should establish from other points on their lines to Pulaski rates 
not exceeding the basis prescribed in No. 22548, Farris Hard- 
wood Lumber Co. vs. Louisville & Nashville Railroad Co. (178 
I. C. C. 671) “if a movement is, or whenever a movement 
therefrom may be, in prospect.” Reparation awarded. Among 
the rates assailed were the following: 245 cents from Crab 
Orchard, 26.5 from Algood and Cookeville, 26 from Memphis, 
17 from Spruce Pine, 21 from Huntdale, 23 from Williamston, 
20 from Dupo, 21 from Sumter, 37 from Whitesburg and 27.5 
from Sunflower. 


Crude Sulphur 


No. 28999, Swift & Co. vs. Alabama Great Southern et al., 
embracing Sub. No. 1, Armour & Co. vs. Louisville & Nash- 
ville et al. By division 2. Rate of $9.33 a hundred pounds 
charged on carload shipments of crude sulphur shipped on and 
after June 25, 1943, from Newgulf, Tex., to Wilmington, N. C., 
as to Swift & Co., and on and after August 1, 1942, from 
Newgulf to Navassa, N. C., as to Armour & Co., found in- 
applicable. Applicable rate found to be $6.90 a hundred pounds. 
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August 12, 1944 


Reparation awarded to Armour & Co. and provision set forth 
that if Swift & Co. and intervener Virginia-Carolina Chemical 
Corporation have paid charges at the rates found inapplicable 
to Wilmington, they also have been damaged and are entitled 
to reparation, with interest. The Commission said that at the 
time these shipments moved a rate of $6.90 applied to Selma, 
N. C., that the tariff provided for its application at intermediate 
points, and that complainants contended that Wilmington and 
Navassa were intermediate to Selma. It noted that the tariff 
provided that the $6.90 rate to Selma did not apply over routes 
that exceeded 1,802 miles. It said that the distances over the 
claimed routes were within that limitation, and that the cir- 
cuity of the routes through Navassa and Wilmington to Selma, 
considering the distances from the point of origin rather than 
from the point of divergence, was negligible. The defendants 
contended that the routes to Selma through Wilmington were 
not reasonable or natural routes, or routes over which shippers 
could reasonably request transportation. 





Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
ceports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.) 


*MC 405, John Girard, Uniontown, Pa., common carrier. 
Certificate granted on reconsideration, and findings in prior re- 
port on further hearing, decided February 24, modified in part. 
Continuance in operation, general commodities, with exceptions, 
between designated points in W. Va., N. Y., and Pa., over 
specified routes, serving certain intermediate and off-route 
points. Other prior report, 41 M. C. C. 654. 

*MC 21479, Sub. 1, Sarah Edelstein, Benjamin Edelstein, 
and A. Irving Edelstein, Brooklyn, N. Y., extension. Certificate 
granted. Household goods, between New York, N. Y., on the one 
hand, and, on the other, points in Del., Md., O., Va., and D. C., 
over irregular routes. 

*MC 43246, Sub. 4, Buske Lines, Inc., Litchfield, III., exten- 
sion. Permit denied. Canned vegetables and fruits from points 
in Ind., Wis., and Mo., to Litchfield, Ill., over irregular routes. 
The report said the applicant’s principal purpose was to obtain 
more favorable backhaul traffic and a better balance in opera- 
tions. It pointed out that Hayes Freight Lines, Inc., operated 
as a common carrier of general commodities over numerous 
regular routes between numerous points in Indiana, and points 
in Illinois, including Litchfield, and that it had 1,800 pieces of 
equipment. Like the applicant, the report said, Hayes had its 
backhaul difficulties and was in position to handle additional 
traffic. It added that there were other carriers in the territory. 


*MC 91875, John J. Willis and Marion M. Pope (now Mrs. 
Marion M. Longe), Newport, Vt., contract carrier. On reconsid- 
eration, findings in prior report, 11 M. C. C. 810, modified (1) 
by limiting applicants’ operations to such as may be performed 
for shippers under special and individual contrast agreements 
with persons who operate retail stores, the business of which is 
the sale of food, of flour and grain from Newport to Lyndonville, 
St. Johnsbury, Hardwick, Barre, Montpelier, and Morrisville, 
and (2) of such merchandise as is dealt in by wholesale, retail, 
and chain grocery and food business houses, and, in connection 
therewith, equipment, materials, and supplies, used in the con- 
duct of such business, from Newport to Barton, Orleans, Derby 
Line, and Island Pond, over irregular routes. 

_ MC 78227, Sub. 1, Jay L. Miller, Rock Island, IIl., exten- 
sion. Permit granted, on reconsideration, and findings in prior 
report, 23 M. C. C. 131, with respect to dairy products affirmed. 
Modification of finding found not necessary, on the ground that 
in prior reports of the Commission in both rail and motor car- 
rier proceedings involving rate matters “dairy products” were 
referred to as including butter, frozen butter, butter grease, 
fresh, frozen, or desiccated eggs, oleomargarine, dressed poul- 
try, and rabbits. It was concluded that eggs and dressed poultry 
were embraced in the term “dairy products.” It also said that 
the term included cheese, and that the applicant would be 
expected to transport all of the commodities embraced in the 
term “dairy products” if the occasion should arise. 


*MC 42681, Sub. 1, Stuart Welsh, Elmhurst, L. I., N. Y., 
extension. Certificate granted, on reconsideration, and findings 
Mm prior report, decided September 13, 1943, modified. House- 
hold goods (1) in radial service between specified points in 
Mass., Conn., R. I., N. ¥., and N. J.; and (2) in non-radial 
service between such points, on the one hand, and, on the 
other, points in 17 states and D. C., over irregular routes, trav- 
ersing W. Va. for operating convenience only. 

*MC 104664, Thomas J. Horrigan, Meriden, Conn., common 
carrier. Certificate granted. Household goods; between Meriden, 
Conn., and points within 10 miles thereof, on the one hand, and, 
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on the other, points in Mass., Me., N. H., N. J., N. Y., R. L, 
and Vt., over irregular routes. 

*MC 104751, Kansas Transfer & Storage Co., Topeka, Kan., 
contract carrier. Permit denied. Operation as a contract car- 
rier of specified commodities between Denver, Colo., and points 
within 25 miles thereof, and Kansas City, Mo., on the one hand, 
and Topeka, Kan., on the other, not shown to be consistent. 

*MC 104793, LeRoy E. Eiklor, Candor, N. Y., common car- 
rier. Certificate granted. Coal, from Bernice, Forest City, Mil- 
dred, and Scranton, Pa., and points within 15 miles of Scranton, 
to points within 15 miles of Candor, N. Y., not including Can- 
dor, or points within one mile of Candor, over irregular routes. 

*MC 30319, Sub. No. 13, Southern Pacific Transport Co., 
Houston, Tex. Certificate granted, as to general commodities, 
with exceptions, between Hungerford and Beeville, Tex., over 
a regular route, serving points that are stations on the line of 
the Texas & New Orleans Railroad, subject to conditions, in- 
cluding one that applicant’s service be limited to service aux- 
iliary or supplemental to that of the Texas & New Orleans. 
The Commission said that the Texas & New Orleans was a 
Southern Pacific Co. system line and that the applicant was 
an affiliate of the Texas & New Orleans. The latter, it said, 
sought authority through the applicant to establish a motor 
common carrier service to replace both the rail and motor 
services presently utilized by it in transportation of 1. c. 1. ship- 
ments, except that at certain of the larger points the motor 
carrier service would be in addition to the existing rail service. 
Chariman Patterson, dissenting in part, said he would impose 
key-point restrictions at Hungerford and Beeville “in order 
that applicant will not be permitted to conduct through motor 
carrier service between these points and important distant rail 
points beyond,” and that substitution of motor vehicle service 
for such through train service was not warranted by the 
evidence. 

*MC 67206, Sub. No. 2, M. B. Bennett, dba Bennett’s Trans- 
portation Co., Raton, N. M. Certificate granted. General com- 
modities, with exceptions, over specified route from Santa Fe, 
N. M., to Raton, and in off-route service from and to specified 
points in New Mexico; and household goods and livestock be- 
tween points in specified counties in New Mexico, on the one 
hand, and all points in Colorado, on the other. 

*MC 103851, Sub. No. 8, Savage Transportation Co., San 
Francisco, Calif. Permanent certificate denied, but temporary 
authority granted, until December 31, 1944, for operation as 
motor common carrier of general commodities, with exceptions, 
over irregular routes between Oakland and San Francisco, 
Calif., on the one hand, and Los Angeles, Calif., on the other. 
The Commission said that under normal conditions there was 
an abundance of transportation facilities in the territory sought 
to be served, but that, as a result of certain war restrictions 
and increased traffic, existing carriers were not rendering a 
completely adequate service for the prompt movement of goods 
tendered them, that the proposed service, to the extent author- 
ized, would improve the transportation facilities, and that “it 
is our opinion that such improvement is needed.” 


*MC 71516, Alabama Highway Express, Inc., Birmingham, 
Ala. On reconsideration, by division 5, findings in prior report, 
34 M. C. C. 837, modified, and applicant found entitled to cer- 
tificate for continuance of operation as to (1) general com- 
modities, with exceptions, over irregular routes (a) between 
all points in Ala. within 65 miles of and including Birmingham, 
on the one hand, and, on the other, Louisville, Ky., and New 
Orleans, La., all points in Ind., Miss. and Tenn., and in speci- 
fied parts of O., Fla., Ga. and Ill., and (b) between Mobile, 
Ala., on the one hand, and, on the other, all points in Ala.; 
(2) as to household goods between Birmingham, on the one 
hand, and, on the other, points in Miss., Tenn., Ga., Fla., La. 
and Va., over irregular routes. Applicant also found entitled 
to permit for continuance of operations as to commodities dealt 
in by wholesale, retail and chain grocery stores, and equipment, 
etc., used in connection therewith, between points in Ala., 
Tenn., and Miss., over irregular routes. Holding by applicant 
of both a certificate and permit found not consistent with pub- 
lic interest and national transportation policy, and applicant 
given an election between alternate courses. Chairman Patter- 
son, concurring in part, said he would find that operations for 
a chain store were those of a common carrier rather than those 
of a contract carrier. 

MC 3647, Sub. 7, Public Service Interstate Transportation 
Co., Newark, N. J., change of route, embracing MC 3699, Sub. 
3, Manhattan Coach Lines, Inc., extension; and MC 3700, Sub. 3, 
Manhattan Transit Co., extension; MC 3701, Sub. 3, Westwood 
Transportation Co., extensions; MC 3705, Sub. 3, Same; MC 
13492, Sub. 4, North Boulevard Transportation Co., extension. 
Certificates granted. In MC 3647, Sub. 7, passengers and their 
baggage, over a regular route between Fairview and Union 
City, N. J., serving all intermediate points. In MC 3699 (Sub. 
3, and MC 3700, Sub. 3, operation by one applicant, but not 
both, passengers and their baggage, and express, mail, and 
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newspapers in the same vehicle with passengers, over a regular 
route between Fairview and Weehawken, N. J., for operating 
convenience only, serving no intermediate points, applicants 
required to make election within 60 days of which of the two 
shall receive the certificate. In MC 3701, Sub. 3, and MC 3705, 
Sub. 3, operation by one applicant, but not by both, passengers 
and their baggage, and express, mail, and newspapers in the 
same vehicle with passengers over a regular route between 
Fairview and Weehawken, N. J., for operating convenience 
only, serving no intermediate points, applicants required to 
make election within 60 days of which of the two shall receive 
the certificate. MC 13492, Sub. 4, passengers and their baggage, 
over a regular route, between Fort Lee and North Bergen, N. J., 
serving all intermediate points. 

*MC 30205, Sub. 3, A & B Fast Freight, Inc., Akron, O., 
extension. Certificate denied. General commodities, with ex- 
ceptions, over a route between Rochester, N. Y., and Mansfield, 
Pa. The report said to authorize service over the proposed 
route would be to set up a new competitor in a field already 
adequately served and that no necessity had been shown for 
an addition to that service. 


COMMISSION ORDERS 


MC-F555, James C. Coughlin, control, Valley and Coast Transit Co., 
and MC-F 1572, California Motor transport Co., Ltd., merger, Valley 
and Coast Transit Co. Time within which authority granted in report 
and order of February 27, 1942, may be exercised, extended to Sep- 
tember 30. ‘ 

MC-F 2365 (supplemental), Anna M. and Morgan B. Shipley, con- 
trol; Atlantic Freight Lines, Inc., purchase, John Girard. Report and 
order of June 2, amended so as to authorize immediate payment of 
unpaid balance of purchase price. 

MC 88447, Frank Jacob, common carrier application. Reopened for 
reconsideration solely to determine to what extent, if any, applicant 
should be authorized to operate as a common carrier by motor vehicle 
of household goods as described in Practices of Motor Common Car- 
riers Of Household Goods, 17 M. C. C. 467, as follows: 

(1) Between points in Illinois, Indiana, Michigan, and Wisconsin 
as follows: 

In Illinois those situated on and north of U. S. Highway 36, those 
in Indiana situated on and nosth of U. S. Highway 36 and 40, and 
those in Wisconsin and Michigan on and south of U. S. Highway 16. 

(2) Between points in the above described territory on the one 
hand, and, on the other, all points in Alabama, Arkansas, Colorado, 
Connecticut, Florida, Georgia, Iowa, Kentucky, Louisiana, Maryland, 
Massachusetts, Minnesota, Mississippi, Missouri, Nebraska, New Jersey, 
New York, Ohio, Oklahoma, Pennsylvania, Tennessee, Texas, Virginia, 
and District of Columbia, and points in Illinois south of U. S. Highway 
36, in Indiana south of U. S. Highways 36 and 40, and in Wisconsin 
north of U. S. Highway 16, and that portion of Michigan north of 
U. S. Highway 16, traversing Kansas, West Virginia, Delaware, Rhode 
Island, North Carolina and South Carolina for operating convenience 
only, and the matter referred back to Division 5 for consideration and 
disposition. 

Order of November 5, 1943, as subsequently modified to become 
effective August 31, insofar as it denied above-described operations, 
vacated. 

No. 29147, Kohler Co. vs. Alton & Southern et al. Motion of defend- 
ants for an order requiring complainant to make its complaint more 
definite and certain in regard to alleged violations of section 3 of 
interstate commerce act, overruled. 


MC C-361, Dixie Freight Lines, Inc., vs. Acme Freight Lines, Inc., 
et al. Complaint dismissed. 


W-25, Independent Pier Co., contract carrier application, W-2, Tug- 
boat Jupiter Co., contract carrier application, W-4, Tugboat Triton Co., 
contract carrier application, W-11, Tugboat Spartan Co., contract car- 
rier application, and W-24, Tubgoat Neptune Co., contract carrier ap- 
plication. Effective date of certificate and order of June 2, postponed 
to October 23. 

No. 29063, Southern California Minerals Co. vs. Un. Pac. Addi- 
tional memorandum of facts and argument received and filed in pro- 
ceeding, and reply to such additional memorandum of facts and argu- 
ment may be filed on or before August 22. 


MC 101898 Sub 1, Allen Eye, extension, general commodities. Re- 
port and order of October 18, 1943, modified so as to authorize issuance 
to applicant, on compliance with requirements of sections 215 and 217 
of interstate commerce act, and rules and regulations thereunder of a 
certificate authorizing operation as a common carrier by motor vehi- 
cle, in interstate or foreign commerce, over irregular routes, as follows: 

General commodities, except those of unusual value, dangerous 
explosives, commodities in bulk, those requiring special equipment, 
and household goods as defined in Practices of Motor Common Carriers 
of Household Goods, 17 M. C. C. 467, between Harrisonburg, Va., on 
the one hand, and, on the other, points in Pendleton County, W. Va. 

Restrictions: (1) Service is not authorized to or from Franklin, 
W. V., points on U. S. Highway 33 between Franklin and the West 
Virginia-Virginia State line, those on U. S. Highway 220 between 
Franklin and the Pendleton-Grant County line, and points within one 
mile of the described portions of the highways specified nor those in 
Pendleton County between the West Virginia-Virginia State line and 
the South Fork Mountains; and (2) to the extent the authority granted 
herein covers the same operations authorized by the certificate in No. 
MC-101898, such certificate and the certificate herein shall confer but 
one operating right. 

This order shall become effective October 2, unless prior thereto 
any party-in-interest shall show cause, if any there be, in writing veri- 
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fied under oath, why report and order of October 18, 1943, should noi 
be modiffed in manner described above. 

MC-F 2385, Joseph H. Smith et al., control, Delaware Transporta 
tion Co. Time within which petitions for reconsideration may be filed 
extended to September 30. 

MC-F 2109, Carl H. Ozee, control; Hayes Freight Lines, Inc., pur- 
chase, Service Freight Line, Inc. Time within which replies to petitions 
for reconsideration may be filed, extended to August 15. 


UNCONTESTED FINANCE CASES 
Report and order in F. D. No. 14628, New York, New Haven & 
Hartford Railroad Co. Trustees Notes, granting authority to issue at 
par not exceeding $4,925,520 of promissory notes in further evidence of 
the unpaid portion of the purchase price of certain equipment to be 
acquired under a conditional-sale agreement. Approved. 


eo 
MOTOR FINANCE CASES 

MC-F-2406, Caesar Theodore Ruberti (Administrator)—Control: Doe 
Motor Lines, Inc.—Purchase—John A. Patterson Trucking Corp., em- 
bracing No. MC-F-2434, Stephen Kurtz, Sr., and Stephen Kurtz, Jr.— 
Purchase—John A. Patterson Trucking Corp. 1. Purchase by Doe 
Motor Lines, Inc., of Elizabeth, N. J., of certain common-carrier 
operating rights of John A. Patterson Trucking Corp., of New York, 
N. Y., and acquisition of control of said operating rights by Caesar 
Theodore Ruberti (Administrator), also of Elizabeth, through said 
purchase, approved and authorized, subject to condition. 2. Purchase 
by Stephen Kurtz, Sr., and Stephen Kurtz, Jr., doing business as Steve 
Kurtz & Son, of New York, of contract-carrier operating rights of 
John A. Patterson Trucking Corp., approved and authorized subject 
to conditions. 

MC-F-2287, L. L. Majure—Control—McDonough Motor Express, Inc. 
—Acquisition by L. L. Majure, of Meridian, Miss., of control of McDon- 
ough Motor Express, Inc., also of Meridian, through ownership of 
capital stock, approved and authorized. 

MC-F-2430, Everett H. Jenkins—Control: Henry Jenkins Transporta- 
tion Co., Inc.—Purchase—Charles F. Zelonis—Purchase by Henry Jen- 
kins Transportation Co., Inc., of Boston, Mass., of operating rights 
and property of Charles F. Zelonis, doing business as McCarthy’s Ex- 
press, of Hartford, Conn., and acquisition of control of said operating 
rights and property of Everett H. Jenkins, also of Boston, through 
said purchase, approved and authorized, subject to condition. 


FINANCE APPLICATIONS 

MC F-2603, Edward McClosky, principal and controlling stockholder, 
and McClosky and Shaffer, Inc., of Indianapolis, Ind., ask authority to 
purchase certain operating rights of Frank Korte and Ruth Harriet 
Korta, dba Korte Motor Freight, of Chicago, Il. 

MC F-2602, Coordinated Transport, Inc., of Chicago, Ill., asks au- 
thority to purchase certain operating rights of E. E. Mills Trucking 
Co., Ine., of South Bend, Ind. 

Finance No. 14655, New York Central Railroad asks authority to 
assume obligation and liability in respect of $15,500,000 aggregate par 
value of New York Central equipment trust of 1944 equipment trust cer- 
tificates, to provide for approximately, but not exceeding, 75 per cent 
of the cost of 4,000 steel box cars, 1,000 hopper cars, 50 locomotive 
tenders, one locomotive and tender, and 31 diesel locomotives, estimated 
to cost about $21,067,000. Certificates to be dated September 1, and to 
be issued in ten series of equal amounts, maturing annually on Septem- 
ber 1, to bear dividends at rate to be specified by the successful bidder. 

Finance No. 14656, Oklahoma City-Ada-Atoka Railway Co. asks 
authority to lease from the M-K-T a segment of line extending from 
the outskirts of Coalgate, Okla., at the point where the tracks of the 
segment join the tracks of the applicant, to Atoka, Okla. 

Finance No. 14657, Chicago Union Station Co., the Burlington, the 
trustees of the Milwaukee, the Pittsburgh, Cincinnati, Chicago & St. 
Louis, and the Pennsylvania, ask authority for the Union Station com- 
pany to issue and sell $37,800,000 principal amount of first mortgage 
series ‘‘G’’ bonds, and to issue and sell $6,200,000 principal amount of 
guaranteed serial notes to provide funds for the retirement of $44,000,000 
principal amount of first mortgage series ‘‘E’’ 3%, per cent bonds, and 
for the other named companies and trustees to guarantee uncondition- 
ally, jointly and severally by endorsement, the payment of principal 
and interest of all of the bonds and notes to be issued, and the pay- 


ments into the retirement fund to be established for first mortgage 
bonds. 


PYRAMID MOTOR SECURITIES 


By a second supplemental report in MC F-1755, Pyramid 
Motor Freight Corporation—Issuance of Securities, the Com- 
mission, division 4, has modified the findings in prior reports 
38 M.C.C. 423, and 38 M.C.C. 649. The applicant was granted 
authority to issue a scire facias bond in face amount $180,000, 
in exchange for its similar bond dated June 25, 1942, to secure 
the payment of $90,000. 


PETITIONS FOR REHEARING, ETC. 

MC F-2561, Central Wisconsin Motor Transport Co., purchase, Mel- 
vin Wolf. Gateway City Transfer Co., Inc., asks for revocation of 
temporary authority granted applicant under section 210a (b) and vaca- 
tion of order of June 28. 

MC-F 2115, Arthur A. Fogarty, lease, Huck’s Transfer, Inc. Appli- 
ecants ask Commission to amend its outstanding order and for auther- 
ity to execute and make effective a new lease. 

MC-F 2566, J. Will Spurgin, control; Keystone Freight Lines, pur- 
chase, Wilson Fly, et al. Keystone Freight Lines and Motor Transport 
Co. ask for further consideration by division 4, or in alternative by 
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entire Commission, of division 4 order of July 8, denying approval of 
temporary operation. 

No. 16356, Krupp Foundry Co. vs. Southern Ry., et al and No. 18431, 
Florence Pipe & Foundry Co. vs. N. Y. N. H. & H. et al. Defendants 
ask for modification of order of July 11, 1929. 

No. 28946, Roanoke-Webster Brick Co., Inc. et al. vs. A. G. S. et al. 
Defendants (other than C. & O. and N. & W.) ask for reopening, re- 
hearing, and reconsideration. 


Railroad Abandonments 
B. & M. 


By a report and certificate in Finance No. 14546, Boston 
& Maine Railroad Abandonment, the Commission, division 4, 
has authorized abandonment by the B. & M. of a line of rail- 
road extending from North Berwick to Biddeford, 17.88 miles, 
in York county, Me. 
B. & O. 


By a report and certificate in Finance No. 14517, Baltimore 
& Ohio Railroad Co. Abandonment, the Commission, division 4, 
has permitted the B. & O. to abandon that portion of its so- 
called Pickens branch extending from a point near Weston to 
a point near Buckhannon, approximately 12.8 miles, in Lewis 
and Upshur counties, W. Va. The certificate was made effec- 
tive 15 days after its date, August 3. The Commission said that 
in the last six years train service had been rendered only occa- 
sionally as traffic demanded and that no industry was depend- 
ent on the line. It said that protests had been filed on behalf 
of employes of the applicant, but that the employe representa- 
tives withdrew their protest following execution of a stipula- 
tion for the imposition of conditions for the benefit of em- 
ployes. The conditions imposed were similar to those imposed 
in Oklahoma Railway Co. Trustees Abandonment of Operations, 
etc., decided May 17 (see Traffic World, May 27, p. 1433). 
They include conditions for a displacement allowance where an 
employe is placed in a worse position; dismissal allowance 
where he is deprived of employment; continuance of such bene- 
fits as free transportation, pensions, hospitalization, relief, etc., 
expenses for moving; reimbursement for any loss suffered in 
the sale of his home or loss to the extent of the fair value of 
any equity in a home being purchased under contract; protec- 
tion against loss and cost in obtaining cancellation of a dwelling 
lease. 


Seaboard Air Line 


Seaboard Air Line, by its receivers, has filed an amended 
application with the Commission in Finance No. 14439, without 
prejudice to their contention that the Commission has no juris- 
diction, asking authority to abandon a part of the railroad’s 
line known as the Inverness spur, extending from Inverness 
Junction to Inverness, 2.09 miles, in Citrus county, Fla. The 
application said that studies had disclosed that for the years 
1940 to 1942, inclusive, the aggregate out-of-pocket cost of 
operating and maintaining the spur, including the out-of-pocket 
cost of transporting over other parts of the system the traffic 
originating on or consigned to points on the spur, had exceeded 
the total system freight revenue that would be lost from the 
abandonment of the line. It said there was no likelihood that 
conditions in the area would improve. 


Southern 


The state of Alabama and the Alabama Public Service 
Commission have contended, in an answer to the applicant’s 
brief on exceptions to the proposed report by Examiner R. R. 
Molster in Finance No. 14257, Southern Railway Co. Abandon- 
ment (see Traffic World, May 27, p. 1433), that the segment 
sought to be abandoned, extending 50 miles from a point near 
Rome, Ga., to a point near Gadsden, Ala., could be operated 
at a substantial profit if the Southern Railway System chose 
to route traffic over it, and have challenged ‘the legality of 
this diversion of traffic’ from the considered segment to other 
routes—via Chattanooga or via Birmingham and Atlanta. 


Examiner Molster recommended that the Commission deny 
the application, saying that in the present emergency the 
abandonment proposed would work a hardship on the people 
affected, and implied that the Commission might consider the 
application after the war and grant it if there was a showing 
at that time that operation would be attended by losses dis- 
proportionate to patronage then obtained. 

In its exceptions brief, the applicant referred to a finding 
by the examiner that the line in question was reduced to the 
Status of a branch line on and after February 1, 1943, on 
which date the full overhead or “bridge” traffic was routed 
to move over other system lines of the applicant. It said that 
“the fact that no overhead traffic moves over the line does not 
change its status” and that this was so because “the load 
limits over certain bridge structures on the line have all along 
limited the weight of cars and lading that could be safely 
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operated over the line.” It said it thought the examiner was 
“a bit over-impressed” by what he considered the possibility 
of interference with highway travel along the line in view of 
the present war situation. 

“This proceeding,” said the Alabama protestants, “orig- 
inated upon the filing of a petition by the Southern Railroad 
Co., not the Southern Railway System, nor the Alabama Great 
Southern, both of which are separate corporations. The South- 
ern Railway System consists of a corporation owning either 
the entire stock or controlling stock of other corporations, in- 
cluding the Alabama Great Southern and the Southern Rail- 
roag 420; ....<" 

The Alabama protestants said that “misappropriation of 
traffic’ from the line proposed to be abandoned was “an affair 
between the minority stockholders of the Southern Railroad 
Co., the officials thereof, and the Southern Railway System, 
until it threatens to affect the lives and prosperity of the 
citizens of Alabama, at which stage it becomes of material 
interest to the state of Alabama and the Alabama Public 
Service Commission.” These protestants further averred that 
an “obvious” reason for diversion of traffic from the considered 
segment, “which we insist is illegal,” was that revenues of 
the Southern Railroad Co. were sufficient to place it within 
the excess income tax bracket and that, by routing of ship- 
ments via Birmingham or Chattanooga, a substantial part of 
the revenue would necessarily be assigned to the Alabama Great 
Southern, “which, paying no excess profit tax, would leave 
a larger sum for division among the stockholders of the South- 
ern Railway System.” They added that the abandonment would 
cause increased freight rates between Gadsden and Rome and 
that the branch line as now operated did not consist only of the 
50-mile segment in question but of “the entire line from Attalla 
to Rome.” Continuing, the Alabama protestants said, in part: 


The situation is analagous to the farmer owning a cow which pro- 
duced the finest milk. He was not satisfied with ‘‘A’’ grade milk, but 
desired to destroy that part of the cow producing the skim milk and 
retain the part producing the cream. Here, since the illegal diversion 
of traffic, the applicant has a branch line, from Attalla to Rome, (of) 
which . . . it wishes to discard the part producing the skim milk... 
impose increased freight rates on those members of the public from 
which it is now deriving the cream. ... 


COMMISSION WATER ACTION 


By an order in W-216, West Kentucky Coal Co. Applica- 
tions, the Commission, division 4, has dismissed applications of 
the coal company for an order exempting certain transporta- 
tion from the provisions of part III of the interstate commerce 
act under the provisions of section 302(e), and for a permit 
authorizing continuance of operations as a contract carrier by 
water under section 309(f). The order said the applicant was 
not engaged in operations as a common or contract carrier sub- 
ject to the act, and that it had requested permission to with- 
draw the applications. 

In W-503, O. F. Shearer & Sons Contract Carrier Applica- 
tion, the Commission, division 4, has issued an order dismissing 
the application. The order said that O. F. Shearer, Leila C. 
Shearer, Oliver Shearer, Bert Shearer, James Shearer, Freda 
Shearer, Reba Varley and Vergia S. Pace, doing business as 
O. F. Shearer & Sons, of Winchester, Ky., had filed an applica- 
tion under section 309(a) or (f) of the act for a certificate or a 
permit authorizing continuance of operation as a common or 
contract carrier by water. The order said that the transporta- 
tion and towage performed by the applicant were not subject 
to part III of the act by reason of the exemptions provided in 
section 303(b), (d), or (f) (2). 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
wm # have been suspended. Suspension orders contain many sched- 
ules not reproduced here. Details of such orders are published in 
The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. No. 5315, the Commission suspended from 
August 10 until March 10 the operation of certain schedules 
as shown in supplement 34 to Agent W. P. Emerson, Jr. tariff 
I. C. C. 325 and MF-I. C. C. 22. The suspended schedules 
propose to cancel route IC4140-Via I. C. Sys., New Orleans, 
La., N. O. & N. E., Meridian, Miss., G. M. & O. and con- 
nections, applying in connection with rates on soda ash and 
other soda products, in carloads, from Baton Rouge and North 
Baton Rouge, La. to St. Louis, Mo. and East St. Louis, Ill. 

In I. and S. M-2452, the Commission suspended from 
August 8 until March 8 the operation of certain schedules 
published in supplements 164 and 166 to tariff MF-I. C. C. 
No. 130 of, Southern Motor Carriers Rate Conference, agent, 
Atlanta, Ga. The suspended schedules propose minimum class 
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rates on traffic from points in the south to points in Florida 
over the route of St. Johns River Line Co. 

In I. and S. M-2453, the Commission suspended from 
August 8 until March 8 the operation of certain schedules 
published in supplement No. 6 to MF-I. C. C. No. 9 of Harold 
C. Groendyke, doing business as Groendyke Transport Co., 
Enid, Okla. The suspended schedules propose to establish rates 
on petroleum products in tank trucks, from Midwest, Tex., to 
points in Kansas and Oklahoma. 


Cement Multiple Loading 


The Ideal Cement Co., of Denver, Colo., has filed a protest 
with the Commission against exception (7) in Rule 33, supple- 
ment No. 16 to Consolidated Freight Classification No. 16, 
Agent R. C. Fyfe’s I. C. C. No. 29, published to become effective 
August 12, asserting that the exception in question would re- 
strict application of Rule 33, providing for multiple loading of 
carload shipments in or on a single car, so as to make the rule 
inapplicable to “cement, hydraudic, portland or natural, in 
packages.” 

“No reason is known,” said the Ideal Cement Co., “as to 
why only cement in packages should be singled out for a re- 
restricted or prohibited shipping privilege. . . . The objectionable 
publication is an arbitrary unreasonable and discriminatory in- 
vasion of the shipping rights, privileges and customs available 
to protestant and other shippers, also receivers, of carload ship- 
ments of packaged cement, over a period of years of such long 
standing as can’t now be remembered.” 

The protestant cited provisions of General Order O. D. T. 
18A and particularly those of general permit 1A to the general 
order, effective December 31, 1943, saying that from those 
provisions it was readily apparent that “the restriction against 
multiple loads of packaged cement is not made mandatory, but 
is permissive in form, therefore does not require the elimina- 
tion of multiple loading of packaged cement.” 


“Cement, in multiple loads,” said the protestant, “is shipped 
by a single consignor, from a single origin, to not more than two 
destinations, because tariff minima range generally from 40,000 
pounds to 50,000 pounds, and loading more than two tariff loads 
in a single car is impossible in practically all instances. ... 
The restriction complained of will, in many cases, prohibit a 
dealer from obtaining a car of cement, or if not that, force him, 
along with some other consignee, to resort to the stop in tran- 
sit for partial unloading of a single car, which will subject such 
consignees to the addition of a stop charge of generally $6.93 
per stop, also make the entire load subject to freight charges 
based on the higher rate to either destination, thereby increas- 
ing their costs to such extents. ... It will take a car just as 
long in transit if stopped for partial unloading as would be 
taken if multiple loaded to the same two destinations. Also, 
when a car is multiple loaded carriers are assured of at least 
two traiff minimum loads in such car, amounting generally to 
100,000 pounds or over, but if dealers are deprived of multiple 
loads .. . the total load for a stopover car will no doubt drop 
to around the 60,000 pound minimum set by the O. D. T... .” 





Rayon Tire Cord Yarn 


The Middle Atlantic States Motor Carrier Conference, Inc., 
has asked the Commission to suspend supplement 7 to Penn- 
sylvania Railroad I. C. C. 2682, and supplement 151 to Reading 
Co. I. C. C. 2166, effective August 15. The conference said the 
two railroads had filed the involved publications in which a 
rate of 32 cents, minimum weight 40,000 pounds, was proposed 
for application on rayon tire cord yarn on cones, from Marcus 
Hook, Pa., and Chester, Pa., to Front Royal, Va., via the 
Reading Co. 

The all-rail normal and present basis on the considered 
commodity in eastern Trunk Line Territory (which included 
the traffic here involved) was rule 26, or 55 per cent of the 
first class rates, minimum weight 24,000 pounds, said the con- 
ference, referring to item 39135, I. C. C.-O. C. No. 60, A. H. 
Greenly, agent, it said. This rating and minimum weight, the 
conference said, had been found justified in Classification Rat- 
ings on Rayon Yarn, 245 I. C. C. 471. It said the motor car- 
riers’ general truckload basis for the commodity in the same 
territory was class F, or 55 per cent of first class rates, subject 
to minimum weights 23,000 or 240,000, according to the area 
described in rule 4 in tariff MF-I. C..C. A-106, published by it, 
item 2929. It said the respondent’s rule 26 rate from Marcus 
Hook and Chester to Front Royal was 46 cents, W. S. Curlett’s 
I. C. C. A-334, and that the F class rate from and to the same 
points published by the conference was 51 cents, in MF-I. C. C. 
No. A-148, or approximately 10 per cent higher than present 
rail rates. 7 

The conference said the proposed rate of 32 cents was 14 
cents a 100 pounds lower than the normal and present rate via 
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rail, and 19 cents lower than the comparable motor carrier 
rate. On the basis of 40,000 pounds minimum weight, it said, 
the proposed reduction would reduce rail carrier revenue by 
$56 a car. 

The conference said this sacrifice of revenue was not war- 
ranted, particularly in the absence of competition to compel it. 
The proposed rate bore a symbol indicating that the rate was 
published to meet motor carrier competition, said the confer- 
ence, but that it could locate no motor carrier rate lower than 
51 cents. It said the rail and motor carriers had been compet- 
ing for the traffic at their normal rate bases and: that, if the 
reduction was allowed, it was likely to have the effect of 
causing the motor carriers to make a reduction in their rate. 
It said that in I. and S. No. 4681, reported in 237 I. C. C. 733, 
the rail carriers had proposed to reduce the rate on rayon 
yarn, in carloads, from Roanoke, Va., to Lawrence, Mass., and 
that the reduction had been fodnd not justified. 

“We have checked the rail tariffs and cannot find whereby 
the rail carriers have published specific commodity rates from 
any of the producing points, thus the normal bases of rule 26 
would apply from those producing points,” said the conference. 
“Tf the proposed rate is permitted to become effective from and 
to the considered points it might not be long before the ship- 
pers would insist upon like reductions from the producing 
points shown above.” Those points referred to were: Buffalo, 
N. Y.; Meadville, Lewiston, and Marcus Hook, Pa.; Laurel, 
Del.; Amcelle, Md.; Front Royal, Narrow, Waynesboro, Ampt- 
a tain and Roanoke, Va.; and Nitro and Parkersburg, 

- Was 


Seaboard Grain Rate Protest 


The Richmond (Va.) Chamber of Commerce, T. W. Wood 
& Sons, and the Richmond Grain Exchange have asked the 
Commission to suspend the effective date of certain rates in 
supplement No. 70 to the Seaboard freight tariff I. C. C. No. 
A-7969, effective August 21, as follows: 


We desire herewith to protest the cancellation of certain grain and 
grain products rates, also rates applicable to feed, animal, poultry, or 
pigeon, prepared; feed, mixed live stock; published in items 1570-A, 
1580-A, 1620-B, 1630-B, 1700-C, 1710-B, 1730-B, 1750-A, 1760-A, 1810-A, 
1820-A, 1830-A, 1850-A, 1860-A, pages 2 to 5, inclusive, of supplement No. 
70 to Seaboard Air Line Ry. Co. I. C. C. No. A-7969, scheduled to be- 
come effective August 21, 1944, and request a suspension thereof pending 
an investigation. 


The protestants said that, by virtue of the cancellation of 
the interstate rates in question from the Hampton Roads area 
(Norfolk and Portsmouth, Va., to Richmond and South Rich- 
mond, Va.) as presently published in the aforementioned items, 
Seaboard proposed in lieu thereof on future interstate ship- 
ments to apply the prevailing domestic rates that were much 
higher than the interstate rates specifically referred to. 

“This proposal, probably within the near future and most 
certainly after the resumption of the importation of grain and 
grain products through the ports of Hampton Roads, would 
have the result of disrupting this long established basis of 
rates and would materially affect Richmond and its shippers,” 
the protestants said. 

They said that, while the war had caused a cessation of 
many of the water lines operating to and from the Virginia 
ports, those conditions were of a temporary nature and that 
the Commission should not permit Seaboard or other carriers 
to cancel the rates in question, particularly in view of the fact 
that the government might at any time, and probably within 
the near future, decide to move into hinterland territory via 
Hampton Roads ports, certain cargoes of grain and grain prod- 
ucts from South America and elsewhere, ‘and of which ship- 
pers and receivers in the Richmond and South Richmond area 
would no doubt receive their proper quota.” In such instances, 
they said, the cancellation of the interstate rates would impose 
a hardship on agricultural interests throughout the Richmond 
area, particularly in view of the present high costs of feed 
materials and would place a new and undue burden on live 
stock feeders, among others. The protestants called attention 
to the eastbound rates from Richmond and South Richmond to 
Norfolk and Portsmouth, Va., now under suspension in I. and 
S. No. 5298 (see Traffic World, May 18, p. 1288). 





SOYA BEAN COMPLAINT 

By an order in No. 29150, Albers Milling Co. vs. Alton 
Railroad Co., et al., involving allegations that a local rate 
of 13 cents a 100 pounds assessed above the through trans- 
continental rate on soya beans, shipped from points of origin 
in Iowa and Illinois to complainant’s mill at Oakland, Calif., 
processed at Oakland, and the resulting soya bean meal shipped 
to complainant at Los Angeles, was in violation of sections 1, 
3, and 6 (see Traffic World, June 10, p. 1582), the Commission 
has permitted amendment of the complaint so as to make the 
Santa Fe an additional party defendant. 
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Proposed Reports 





in I. C. C. Cases 


Railroad, Water, and Motor Transport 


Onandaga Freight Motor Sale 


Concluding that the seller did not possess the rights pro- 
posed to be purchased, and that purchase of the portion of rights 
it did possess had not been shown to be consistent with the pub- 
lic interest, Examiner U. E. Conlon, in a proposed report in MC 
F-2496, Howard G. Mathews—Purchase—Onondaga Freight 
Corporation, has recommended that the application be dismissed, 
without prejudice to consideration of a proposal under section 
212(b). In that proceeding, Howard G. Mathews, doing business 
as Mathews Trucking Co., of Fredonia, N. Y., proposed to -pur- 
chase that portion of the operating rights of Onondaga Freight 
Corporation, of Syracuse, N. Y., covering the transportation of 
general commodities over regular routes between Buffalo and 
Boston, via Albany, serving all intermediate points and the off- 
route points of Chelsea and Cambridge, and, over irregular 
routes, of paper, candles, chemicals, fruits, vegetables, and 
canned and preserved foodstuffs, from points in New York state 
to Providence and points in Connecticut and Massachusetts. 


The report said that certain of Onondaga’s operating rights 
had been under lease to Ontario Freight Lines Corporation and 
that such rights had been transferred to Ontario as owner in 
MC-FC-19552, May 24. Included in such rights, it said, were 
those over a regular route between Buffalo and Albany, serving 
all intermediate points, via Batavia and Syracuse over New 
York highway 5, with an alternate route via Batavia, Rochester, 
and Syracuse over New York highways 2, 5, 33, 31, and 57. It 
said Onondaga now proposed to sell to Mathews operating rights 
between Buffalo and Boston, serving all intermediate points, 
over the identical highways specified as aforementioned between 
Buffalo and Albany. If the purchase were to be approved as 
proposed, it said, the result would be the creation of two operat- 
ing rights over the same highways, and between the same points 
(Buffalo and Albany), resulting from the operations of a single 
motor carrier. 


The only authority remaining on the original Buffalo-Boston 
route, the examiner said, was the segment lying between Albany 
and Boston. The distance between Buffalo and Albany, he 
added, was approximately 62 per cent of the highway distance 
between Buffalo and Boston. He said Mathews had been experi- 
encing delays in obtaining return loads to points in western New 
York, resulting in unavoidable layover of equipment, but pointed 
out that purchase of the remaining portion of Onondaga’s route 
between Albany and Boston would be of little help in this regard 
as Mathews would still be approximately 280 miles from his 
base of operation. Purchase of the remaining portion of Onon- 
daga’s rights, including the authority to transport specified com- 
modities over irregular routes, from points in western New York 
to Providence, R. I., and points in Connecticut and Massachu- 
setts, would not alleviate any of Mathew’s present operating 
difficulties, said the examiner, and added that those rights were, 
to some extent, a duplication of his present operating rights. 
Approval of additional rights to New England points without 
adequate means of obtaining return loads would merely add to 
Mathew’s present unbalanced flow of traffic, the examiner said, 
and continued: 


In view of the foregoing discussion, it is the opinion of the exam- 
iner that the application should be denied because vender does not 
possess the rights proposed to be purchased and purchase of such 
portion of vender’s operating rights as it does possess has not been 
shown to be consistent with public interest. However, from facts 
set forth in the application, it does not appear that the proposed 
transaction is one which may be determined on its merits under section 
5(2)(a), because of the exemption contained in section 5(10). The 
application shows that the motor-vehicle equipment owned, leased, con- 
trolled, or normally operated by vendee during the 6-month period 
immediately preceding the filing of the application consisted of five 
tractors and five semi-trailers, or a total of five motor vehicles under 
the rule prescribed by the Commission in its order of June 6, 1940. 
Phoenix Motor Freight, Inc.—Lease—Root Transit, Inc., 35 M. C. C. 
693. The motor-vehicle equipment shown as owned, leased, controlled, 
or normally operated by vendor during the same period consisted of 
2 trucks, 13 tractors, and 13 semi-trailers, or a total of 15 motor vehi- 
cles, computed under the same rule. The aggregate number of motor 
vehicles of the parties would thus be 20 and the transaction proposed 
is within the exemption of section 5(10). The application, accordingly, 


Should be dismissed for lack of jurisdiction under section 5 and the 
Parties may properly seek consideration of the proposal or such modi- 
fication thereof as desired, under section 212(b) and applicable rules 





and regulations governing transfers of rights prescribed by order 
entered August 7, 1943, effective December 1, 1943. 


Proposed Reports 
Roofing, Etc. 


I. and S. M-2383, Roofing and Building Materials—New 
Jersey to New York Points. By Examiner Harold P. Boss. 
Proposed changed rates and charges on roofing and building 
materials from Manville and South Bound Brook, N. J., to 
14 New York points, just and reasonable. Recommends vaca- 
tion of suspension order and discontinuance. By schedules filed 
to become effective March 20, and later, motor common carriers 
parties to certain tariffs of Middle Atlantic States Motor Car- 
rier Conference, Inc., proposed to establish changed rates and 
minimum weights, and to cancel a rule permitting stop-off in 
transit without charge, on commodities generically termed 
roofing and building materials. On protest of the Price Ad- 
ministrator operation of the proposed schedules was suspended 
until October 20. The report said that, in determining whether 
or not the proposed charges were just and reasonable, consider- 
ation must be given to the fact that cancellation of the present 
rates would have a tendency to establish a more uniform basis 
of rates in Truck-Line territory. It said that no shippers had 
opposed the proposal, and that the proposed rates had been in 
effect for a number of years between points in Trunk-Line 
territory generally. 

Shoes 


MC C-392, Wolfe Wear-U-Well Corporation vs. Columbus 
& Chicago Motor Freight, Inc., et al. By Examiner Leo W. 
Cunningham. Recommendsdismissal. Rates charged by motor 
common carriers on less-than-truckload shipments of shoes 
from Columbus, O., to Little Rock, Ark., inapplicable. Appli- 
cable rates determined. The examiner found that the applicable 
rates were the joint rates of $2.11 prior to March 20, 1942, and 
$2.24 on and after that date, instead of the assessed rates of 
$2.08 and $2.20, respectively, under alternative tariff provisions 
according to which, he said, joint class rates applied. 


Steel Plate 


No. 29101, Zenith Dredge Co. vs. Northern Pacific. By 
Examiner Leland F. James. Dismissal proposed. Rate of 12 
cents a hundred pounds charged, prior to Ex Parte 148 increase 
suspension, and 11 cents a hundred pounds thereafter, on car- 
load shipments of steel plate shipped from point in Superior, 
Wis., to point in Bay Front District of Duluth, Minn., proposed 
to be found applicable and not shown to be unreasonable. The 
examiner said that a switching rate of 1.75 cents published in 
item 460 of defendant’s switching tariff I. C. C. 9480 was not 
specifically published to complainant’s siding and that the tariff 
contained no intermediate rule authorizing its application to 
an intermediate point. As to the allegation of unreasonableness 
on the ground that a commodity rate of 5.5 cents applied on 
steel plate in the opposite direction, the examiner said that 
“the fact that a lower rate applies in the opposite direction 
does not establish unreasonableness per se of the higher rate, 
especially where, as here, the lower rate was established to 
meet truck competition, and as such may be considered to be 
a depressed rate.” 

Flax Straw 


No. 29099, Peter J. Schweitzer, Inc. vs. Chicago & North 
Western, et al. By Examiner Harold M. Brown. Carload rates 
charged on flax straw, partially decorticated, in machine- 
pressed bales, shipped between March 18, 1942, and May 14, 
1943, from Winona, Duluth and Red Lake Falls, Minn., and 
Helm, Calif., to Spotswood and Waverly, N. J., proposed to be 
found inapplicable. Finding recommended that applicable rates 
on commodity shipped were those accorded an authorized in- 
crease of 3 per cent pursuant to Commission’s decision in Ex 
Parte No. 148 (248 I. C. C. 545, 621). Reparation proposed. 
The examiner said the complainant had paid charges based on 
rates increased 6 per cent, the rate charged after the Ex Parte 
148 decision having been 52 cents as against a previous rate 
of 49 cents. He said the defendants contended that flax straw 
partially decorticated was a straw that had been subjected to 
a stage of manufacture. So far as this record revealed, he said, 
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the pressing and baling process did not result in a manufac- 
tured product, but rather a straw better prepared for heavy 
loading, and the record offered no evidence that would destroy 
or impair the description “flax straw” in connection with com- 
plainant’s shipments. He cited the dictionary definition of “de- 
corticate” as “to divest of the bark, husk or exterior coating; 
to husk; to peel; to hull.” 


Transit Charge on Wheat 


No. 29077, Early & Daniel Co. vs. Chesapeake & Ohio, et al. 
By Examiner Harold M. Brown. Dismissal proposed. Extra 
charge of 24% cents a hundred pounds sought to be collected by 
defendants, under provision of tariff authorizing storage in 
transit at Toledo naming such extra charge when proportional 
rates were applied from Kansas City to Cincinnati, with respect 
to carload shipments of wheat from points in western territory, 
stored in transit at Toledo and again at Cincinnati and thence 
shipped to points in southern territory, proposed to be found 
due from complainant as a proper party to pay outstanding 
undercharges. The examiner said that when the charges were 
ultimately adjusted after the shipments moved to final desti- 
nations, it was found that through oversight the 24%4-cent charge 
had not been applied; that the complaint rested entirely on the 
contention that the undercharges were not due from the com- 
plainant; that the 2%-cent charge was a condition incident to 
the application of the lowest combination of rates; that com- 
plainant received the benefit of the lowest combination of rates 
in accordance with tariff provisions, and from the evidence of 
record was, therefore, a proper party to pay outstanding under- 
charges; that the general rule was that, if a consignee accepted 
a shipment, he became liable as a matter of law for the full 
amount of undercharges, and that complainant accepted the 
shipments as consignee at Cincinnati. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated). 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “black face” type, 
with name of town or city following.) 


West Virginia (Huntington)—-MC 50008, Sub. 5, Ohio Val- 
ley Bus Co., common carrier. Denial of certificate proposed. 
Passengers and their baggage and newspapers, express and 
mail, in the same vehicles, between South Point, O., and Iron- 
ton, O., over U. S. highway 52. 

Ohio (Youngstown)—MC 82336, Sub. 2, United Parcel De- 
livery, Inc., extension. Permit proposed. New furniture; and 
used furniture, when transported for or after refinishing, recon- 
ditioning or reupholstering at a factory, repair shop, or up- 
holstery shop, between points in Mahoning and Columbiana 
counties, O., on the one hand, and, on the other, points in a 
described part of Pa. (but restricted against the transportation 
of new furniture from points in Warren county, Pa.), and points 
in a described area of W. Va. 

Missouri (Bethany)—MC 105084, L. W. Hayes, common 
carrier. Certificate proposed. Heavy machinery, between all 
places in Kansas, between all places in Missouri, and between 
all places in Kansas, on the one hand, and, on the other, all 
places in Missouri, over irregular routes. 


Missouri (Hamilton)—-MC 10595, Homer Snider, common 
carrier. Certificate proposed. Livestock, from Hamilton and 
points and places within 10 miles thereof, to Kansas City, Mo., 
and Kansas City, Kan.; livestock, animal feeds, seeds, butter- 
milk, products, fertilizer, lumber, wire, and posts, from Kansas 
City, Mo., and Kansas City, Kan., to Hamilton and points 
within 10 miles thereof, over irregular routes. 


Massachusetts (Springfield)—-MC 28420, Sub. 1, William 
B. McCarl, extension. Denial of certificate proposed. Alcoholic 
beverages, soda water, and carbonic gas, and containers there- 
for, between points in a described area in Mass., on the one 
hand, and, on the other, Philadelphia, Pa., and points in R. L., 
Conn., N. Y., and N. J., over irregular routes. 

Wisconsin (Plum City)—-MC 105035, Archie S. Metcalf, 
common carrier. Certificate proposed. Livestock, between points 
in the towns of Union, Maiden Rock, Salem, and Rock Elm, in 
Pierce county, Wis., and Frankfort, and Waterville, in Pepin 
county, Wis., on the one hand, and, on the other, South St. 
Paul and Newport, Minn.; feed, from Minneapolis, St. Paul, 
South St. Paul, Newport and Hastings, Minn., to Plum City, 
Wis., and points in the towns of Union, Maiden Rock, Salem, 
Rock Elm, Frankfort, and Waterville, Wis., over irregular 
routes. 

Virginia (Danville)—MC 55860, Sub. 1, John C. Fleming, 
Jr., common carrier. Certificate proposed. Continuance in oper- 
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ation (a) specified commodities, from Danville, Va., to certain 
points in N. Y. and N. J.; and (b) general commodities, from 
certain points in N. Y. and N. J., Philadelphia, Pa., and Balti- 
more, Md., to Danville, over irregular routes. 

North Carolina (Charlotte)—-MC 61599, Sub. 53, Queen City 
Coach Co., extension. Certificate proposed. Passengers and their 
baggage, newspapers, express and mail, in the same vehicle with 
passengers, over a regular route between Nichols, S. C., and 
Ocean Drive, S. C., and return over the same route, serving all] 
intermediate points. 

North Carolina (Charlotte) —-MC 61599, Sub. 53, Queen City 
Coach Co., extension. Certificate proposed. Passengers and their 
baggage, newspapers, express and mail, in the same vehicle with 
passengers, over two regular routes, between points in S. C.,, 
and return over the same routes, serving all intermediate points 
on those routes. 

Wyoming (Jackson)—-MC 104816, Sub. 2, Merlin Hayes, ex- 
tension. Certificate proposed, and recommended that dual oper- 
ations be authorized. Grain, seed, and live stock feed, between 
points and places within 75 miles of Jackson, Wyo., in Wyo. and 
Idaho, including Jackson, over irregular routes. Proposed that 
holding by applicant of a permit authorizing the aforementioned 
contract carrier operations and of the certificate granted be 
found consistent with the public interest. 

Wisconsin (Milwaukee)—-MC 105140, Arthur Kiefert, con- 
tract carrier. Permit proposed. New and uséd pianos, organs, 
and piano benches, between Milwaukee, Wis., on the one hand, 
and, on the other, all points in IIl., Ind., Ia., O., Mich., and Minn., 
over irregular routes. 

Kentucky (Ashland)—MC 11922, Sub. 7, C. E. Fannin, ex- 
tension. Denial of certificate proposed. Passengers and their 
baggage, and newspapers, express and mail, in the same vehicle, 
between South Point and Proctorville, O., over a specified route. 

Illinois (Charleston)—MC 104940, Vernon F. Glass, common 
carrier. Certificate proposed. Phosphate rock, ground or pul- 
verized, in bulk or bags, in truckloads, from Mount Pleasant, 
Tenn., and points in Tenn. within 10 miles thereof, to points in 
Ind. and Ill.; lumber, in truckloads, from points in Tenn. to 
points in Ill. and Ind.; and hay, grain, feed, and seed, from 
points in-Ill. and Ind. to points in Tenn. Recommendings finding 
holding by applicant of certificate and permit consistent. 

Minnesota (Minneapolis)—MC 1509, Sub. 48, Northland 
Greyhound Lines, Inc., extension. Certificate proposed. Passen- 
gers and their baggage, and express, mail, and newspapers, in 
the same vehicle with passengers, between Garrison, Minn., and 
Brainerd, Minn., over Minn. highway 18, as an alternate route 
for operating convenience only, serving no intermediate points. 

Minnesota (Minneapolis)—-MC 1509, Sub. 49, Northland 
Greyhound Lines, Inc., extension. Certificate proposed. Passen- 
gers and their baggage, and express, mail, and newspapers, in 
the same vehicle with passengers, in seasonal operation between 
May 15 and September 15, inclusive, of each year, between Gar- 
rison, Minn., and Deerwood, Minn., over a specified route and 
return over the same route, serving all intermediate points. 

Nebraska (Crete)—-MC 52057, Sub. 1, John E. Neylon, ex- 
tension. Certificate proposed. General commodities, with ex- 
ceptions, between Lincoln, Bruning, and Crete, Neb., over a 
specified highway, serving all intermediate points and the off- 
route point of Milligan. 

Texas (Lubbock)—MC 1954, Sub. 5, H. T. Luther, extension. 
Certificate proposed. Household goods, between Odessa, Tex., 
and points within a 50-mile radius of Odessa, on-the one hand, 
and, on the other, points in Ark. and Mo., over irregular routes, 
traversing Okla. for operating convenience only. 


Oklahoma (Oklahoma City)—-MC 70380, Warren G. Shay- 
ler, common carrier. Certificate proposed, on further hearing, 
and findings in prior report, 42 M. C. C. 337, modified. Continu- 
ance in operation, general commodities, with exceptions, to and 
from certain points on Okla., Mo., and Ill.; carbide, from Keo- 
kuk, Ia., to all points in Okla., over irregular routes. 


Indiana (Velpen)—-MC 94442, Sub. 2, Adam Bonifer, exten- 
sion. Certificate proposed. Empty food cans and canning ma- 
chinery, from Norwood, O., to points in Dubois county, Ind., over 
irregular routes. 

Utah (Cedar City)—-MC 96071, Sub. 1, G. R. Parry and C. 
W. Parry, extension. Permit proposed. Passengers and their 
baggage, between all points in Utah, in a described area of Ariz., 
and of Idaho, and in Clark county, Nev., over irregular routes, 
restricted to passengers requiring transportation in connection 
with the production, creation and development of motion pic- 
tures. 

lowa (Sioux City)—MC 105042, Allen Dow, contract carrier. 
Certificate proposed, on finding that applicant’s proposed opera- 
tions are those of a common carrier. Clay products, from Sioux 
City and Sergeant Bluff, Ia., to points in Minn., Neb., and S. D., 
within 125 miles of Sioux City, and rejected shipments of the 
same commodities on return, over irregular routes. 

lowa (Council Bluffs)—-MC 105067, George Rubeck, com- 
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mon carrier. Certificate proposed. Live stock, animal feeds, 
farm machinery, and building materials, between Council Bluffs, 
la., and points in Ia. within 15 miles thereof, on the one hand, 
and, on the other, Omaha, Neb., over irregular routes. 


Meat, South to North 


With Official Territory and southern rail carriers, and the 
Cincinnati Meat Packers’ Association opposing the complaint 
of the state commissions of Florida, Georgia, Kentucky, Missis- 
sippi, South Carolina, Tennessee, and Alabama (the latter an 
intervener), and of Neuhoff Packing Co., a subsidiary of Swift 
& Co., involving allegations of unreasonableness and of prefer- 
ence and prejudice as to rates on fresh meats and packinghouse 
products from the south to Official Territory, briefs have been 
filed with the Commission in No. 28514, Neuhoff Packing Co. 
et al. vs. Aberdeen & Rockfish Railroad Co. et al., and in 
No. 29043, Florida Railroad Commission, et al. vs. Atlantic 
Coast Line Railroad Co. et al. 

Complainants in No. 29043 alleged that the rates charged 
for the transportation of fresh meats and packing house prod- 
ucts in straight or mixed carloads from numerous points in 
Alabama, Georgia, Kentucky, Mississippi, Louisiana, North 
Carolina, South Carolina, Tennessee and southern Virginia, to 
all of the states within Official Territory were unreasonable, 
unduly prejudicial, unjustly preferential in violation of sections 
1 and 3 of the interstate commerce act. In No. 28514, the 
complainants were packing companies located at Nashville, 
Tenn.; Montgomery, Ala.; Moultrie, Ga.; Ocala, Fla., and At- 
lanta, Ga., all operated by Swift & Co. or its subsidiaries. 
The brief in No. 28514 was filed by Neuhoff Packing Co., of 
Nashville, and Swift & Co., the latter operating plants at the 
aforementioned points other than Nashville. An abstract of 
evidence on behalf of all of the complainants was filed in a 
separate volume. 

Both the Neuhoff brief and that of the state commissions 
gave an exhaustive resume of the efforts of the south to put 
into productive use many thousands of acres of land, formerly 
given over to the growing of cotton and tobacco, by increasing 
pasturage and by increasing the production of crops used in 
feeding livestock. The state commissions said that the develop- 
ment of the packing industry in the south was a vital part of 
the plan greatly to expand the livestock production in the 
south. In order to expand, they said, the southern packers must 
have equal opportunities; that they must have a market for the 
types of products that did not readily sell in the south and 
for surplus products due to seasonal marketing of livestock in 
the south. These products, they said, must be sold in keen 
competition with others and that it was plain that southern 
packers could not absorb wide differences in transportation 
costs. They said that annual meat consumption in the south 
exceeded the present southern production, but that it was un- 
economical to store the packing house products and impossible 
to store the fresh meat processed during the peak periods, to 
be used later with the output was diminished. A successful 
operation, said they, required quick turnovers and a return 
of the money that had been invested in the livestock, adding 
that “this will require a movement of products into the south 
for some years to come. The movement in both directions 
should appeal to the defendants.” There could be no serious 
question about the prejudicial character of the rates, they said, 
contending that “no one in the north or east would pay more 
for a pot roast or a soup bone simply because it came from 
the south. The difference in transportation costs constitute 
the sole handicap in marketing southern meat and packing 
house products in the destination territory. . . . “The present 
rate adjustment, said they, was intolerable. There was not only 
a wide disparity in the product rates from southern to Official 
Territory, they said, and those wholly within Official Territory, 
but that the products rates from the south were very high 
compared with the rates on livestock, adding that a consistent 
rate adjustment on these products could not be based on a 
percentage of the current first class rates. They asked the 
Commission to find that the assailed rates were and would 
be for the future unjust, unreasonable, and prejudicial, and 
that the complainant’s proposed rates were substantially on 
the level prevailing in the destination territory and for the 
future would be just, reasonable and non-prejudicial. 

In addition to these findings, the Neuhoff-Swift brief said 
that southern packing houses were in competition with those 
in Official Territory; that the live stock rates prescribed by the 
Commission and now in effect from southern to Official Ter- 
ritory were substantially on the northern basis; that a sub- 
stantial parity in rates on fresh meats and packing house 
products from southern points, with Official Territory points, 
to destinations in Official Territory, was necessary in order 
te permit the expansion of packing houses in southern terri- 
tory; that the tremendous growth of the live stock industry in 
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the latter territory made it desirable that adequate packing 
house facilities exist in that territory; that the scales proposed 
by the complainants on fresh meats and packing house products 
from southern to northern territory approximated fairly the 
level of the current rates on those commodities within official 
territory; and that the facts of the present case brought them 
clearly within the principles announced by the Commission 
in State of Alabama vs. New York Central, 235 I. C. C. 255; 
Livestock To and From the South, 254 I. C. C. 241; Schoen 
Bros., Inc., vs. Erie R. Co., 258 I. C. C. 161, and other similar 
cases in which the Commission had prescribed the northern 
level on specific commodities from the south to the north. 

The Cincinnati association said that only fresh meat was 
involved, and that Chicago set the price thereon. Commercial 
witnesses represented plants directly associated with Swift & 
Co., it said, pointing out that the company operated large plants 
in Chicago, adding that “it will be clear that a vicious circle 
of freight rate manipulation is in the offing should the pro- 
posals of the southern packers be adopted by the Commission.” 
At another point it said that the southern shippers had what 
they sought in Live Stock To and From the South, 253 I.C.C. 
241, i.e., low rates on live stock, and that the southern packers 
found that low live stock rates was what they did not want. 
In order to overcome “mistake number one,” the association 
said that “they would have the Commission make mistake 
number two and prescribe rates on packing house products on 
a basis approximately equal to the live stock rates.” The 
association said it was a fair assumption that the proposed 
rates on meat products would permit control of the live stock 
movement and confine it within the south, or would permit the 
parent companies to “decide from which plant the particular 
product shall be shipped, knowing beforehand that it would 
move on the exact same rate level be it from Chicago or a 
southern producing point.” It was reasonable to presume, said 
the association, that, in view of the existing normal shortage 
of meat products in the south, there was a greater movement 
into the south than there could be from the south to the east. 
More justification would seemingly exist for lower rates from 
points of production in other rate territories into the south than 
from the south to the east in view of the low intraterritorial 
rates in evidence, it said, and that “should the basis sought be 
prescribed it can be expected that there will follow requests for 
lower rates from the packing centers outside of southern terri- 
tory to the east and also to the south.” 


Rail Position 


Both the Official Territory and southern defendants main- 
tained that the assailed rates were reasonable, the southern 
defendants adding that they were, in fact, below the level of 
maximum reasonable rates. The carriers said the complaints 
should be dismissed. 

Official Territory defendants, among other things, pointed 
out that only federally inspected meat might be shipped in 
interstate commerce, and said that from 75 to 90 per cent of 
the producers of fresh meats and packing house products in 
southern territory were purely local concerns, whose products 
were not government inspected, were not shipped in interstate 
commerce, and could not be so shipped even if they desired. 
There could be no competition unless there were organizations 
that maintained competitive relationships with one another, 
they said. Even in the case of the complainants who shipped 
fresh meats and packing house products from southern terri- 
tory, they said, there was no legitimate basis for a finding of 
discrimination. They pointed out that Neuhoff was a subsidiary 
of Swift & Co., and that those concerns that did ship from 
southern cities were practically all owned and operated by large 
corporations maintaining similar establishments in Western 
Trunk Line and Official territories also. As to Neuhoff, they 
said, being one of the constituent companies of Swift & Co., its 
allegation was, in effect, merely that it was being preferred 
at the same time that it was being discriminated against. No 
shipper could, at the same time, obtain a preference and be 
subjected to a prejudice, the carriers said. 

Asserting that the mere fact that political bodies, such as 
cities and states, alleged the existence of discrimination under 
Section 3 of the act, did not justify a finding to that effect by 
the Commission, the Official Territory Carriers said, and re- 
ferred to contentions of the southern and western states that 
higher levels of rates from south and west into Official Terri- 
tory had tended to retard the development of industry in those 
territories. 

The southern carriers, quoting from the testimony of the 
president of Neuhoff Packing Co., to the effect that better prices 
for meats might be had in northern and eastern markets, asked, 
if that was true, why was it necessary to reduce the rates to 
the north and east? They said that, in view of the “staggering 
deficits” in the south and the relatively short hauls from south- 
ern packing plants to southern destinations, “one would think 
that the southern packers should be able to dispose of their 
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products in their own home markets to much better advantage 
than within official territory,” and continued: 

We submit that if they can meet the competition of the 
midwestern packers, as they say they must sell in the east, 
and still dispose of their products “in every month of the year” 
to better advantage in the northern and eastern markets than 
within their own home markets, the conclusion must follow 
that the rates from the south to official territory are not un- 
reasonable and do not impede the free movement of the traffic. 


Rates on Silver-Plated Bearings 


A brief of the railroad respondents in support of their pro- 
posal to establish ratings on silver-plated iron or steel bearings 
higher than those on other bearings and briefs of various in- 
terests opposing that proposal have been filed with the Com- 
mission in I. and S. No. 5297 and I. and S. M-2418, Silver 
Plated Iron or Steel Bearings. 

The railroads said that silver-plated iron or steel bearings 
were “a new article in transportation” and that the nature of 
the commodity was such that it should be separately classified 
and that consideration should be given to its exceptional char- 
acteristics. These bearings, they said, were made to much 
more strict specifications than were ordinary or automobile 
bearings, were of such high precision work that they were in- 
spected by a process known as “black light,” and were affected 
by quality standards and dimensional tolerances that must be 
adhered to and that determined the value of the bearings. 

“In this proceeding,” they continued, “the Commission has 
before it a commodity with values so high that they approach 
the point where the carriers must give consideration as to 
whether it should be permitted to be transported in freight 
service. The carriers have so far decided that it should be 
transported and they have accorded the article rates which 
— believed less than reasonable based upon consideration of 
value.” 

Proposals Outlined 


The ratings proposed by the railroads, it was shown, were 
one and one-fourth times first class on less-carload shipments 
and second class on carload shipments, minimum weight 12,000 
pounds for a 40-foot car with a graduated minimum weight 
for cars of greater length. The Commission, by orders dated 
May 9, 1944, suspended the proposal of the railroads, in I. and 
S. 5297, and a proposal of the motor carriers to provide for 
increased ratings for motor common carriers comparable to 
those published for the railroads, by items 4 and 5, supplement 
No. 5 to the National Motor Freight Classification No. 7, until 
December 10, 1944. 

The Aeronautical Chamber of Commerce of America, Inc., 
a protestant, contended that the ratings proposed went far 
beyond the realm of cost. When this happened, it said, com- 
peting carriers went after the business by cutting the rate, 
and, it added, this was “the familiar start of ‘all commodity 
rates’ which wholly ignore classification principles.” Rates 
predicated on value of service, without relation to costs, it said, 
presented an anomalous situation. 


Position of Allison Division 


The Allison division of the General Motors Corporation, 
said that the respondents had not adduced evidence to sustain 
the statutory requirement that the proposed classification rat- 
ings be just and reasonable. 

“About all that the evidence of the rail carriers consists 
of,” the Allison division said, ‘‘is a simple statement of articles 
for comparative purposes. Oddly enough, the representatives 
of motor carriers failed to furnish the Commission with even 
that kind of evidence. On the other hand, protestants have 
undertaken to apprise the Commission of all the elements in- 
volved in the manufacture and shipping of silver plated bear- 
ings. The article is moving in considerable volume in official 
classification territory. Much of the traffic involving this pro- 
testant involves a two-way haul. In the face of these facts we 
submit that a simple statement of articles and the ratings, 
weights and values thereof is not sufficient to enable this Com- 
mission to make a finding of reasonableness in behalf of the 
proposed ratings. . . . This protestant requests that the Com- 
mission issue orders discontinuing these proceedings and re- 
quiring the cancellation of the proposed ratings.” 

P. R. Mallory & Co., Inc., likewise a protestant, said the 
railroad proposal represented increases from the present less- 
carload and less-truckload ratings of third class to one and 
one-fourth times first class and from present carload and truck- 
load ratings of fifth class in official and southern territories 
and 45 per cent of first class in western territory to second 
class in all territories. It noted that a hearing had been held 
in these proceedings before Examiner Johnson on July 6. 
“Obviously,” said the Mallory company in its brief, “re- 
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spondents herein have been considering the term silver, as 
applied to these bearings, as denoting a value, liability and 
inherent risk that is far beyond what the rcord shows with 
respect to the product. The record shows that the silver con- 
tained in these bearings is a minor part of the value of the 
finished product. A much greater part of the value of the 
finished product is represented by the labor in processing. This 
factor of high labor cost is not confined to silver bearings, but 
is present to the same extent in any bearing which is manu- 
factured to identical tolerance specifications. ... The record 
shows that the value is being steadily reduced by improved 
production methods. . . . Respondents have failed to justify the 
increased ratings... .” 
Motor Carriers’ Brief 

Motor carriers participating in National Motor Freight 
Classification No. 7 also have filed a brief in the two suspension 
proceedings, urging that the suspension order be vacated. They 
said it was their position that the assailed ratings met all tests 
of reasonableness and that they were likewise free from dis- 
crimination and undue preference or prejudice. This conclusion, 
they said, was based on an analysis of ‘“‘the recognized classifi- 
cation factors pertinent to the issues herein”—value of the arti- 
cle, susceptibility to theft or damage, ability of the article to 
bear the ratings protested in this proceeding, density, and the 
propriety of the assailed ratings as compared to those previously 
found lawful in connection with cther articles having similar 
transportation characteristics. On the latter point, they cited, 
among other cases, Burroughs Adding Machine Co. vs. M. C. 
R. R., 91 I. C. C. 378, 120 I. C. C. 19, in which, they said, the 
Commission prescribed a less-carload rating of 1% times first 
class in the western classification for adding machines with an 
average value of $1.27 a pound and an average weight of 23.8 
pounds a cubic foot. Were it not for the fact that the density 
of the considered bearings was high, they said, ratings in excess 
of those assailed in this proceeding would have been necessary 
‘in proper treatment of an article with values ranging as high 
as $18.76 per pound.” 


Hayes Motor Rate Increase 


An increase of 20 per cent in less-than-truckload rates pro- 
posed by Hayes Freight Lines, Inc., after the Office of Price 
Administration had made a check of the company’s policies 
and said it would not oppose the increase, was the subject of a 
hearing that began August 8 before Examiner A. S. Aplin in 
I. and S. M-2333, Increased Rates—Hayes Freight Lines (see 
Traffic World, Nov. 27, 1943, p. 1323). John R. Turney, repre- 
senting Hayes, and also representing the Central States Motor 
Freight Bureau, at the request of which the proceeding was 
reopened, brought into issue the methods followed by the cost 
section of the Commission’s Bureau of Transport Economics and 
Statistics, in the handling of fixed or constant costs in the re- 
sults of cost studies made by the cost section. Questions and 
answers in the cross-examination of one of the section’s em- 
ployes, Walter M. Plank, went into the realm of higher mathe- 
matics, Mr. Turney drawing a reply from the witness to the 
effect that there were “degrees of constancy” in the so-called 
constant costs and that the constant costs had been distributed 
on the same basis as the variable costs. 


The Commission had suspended the involved bureau tariffs 
from November 26 to June 26. After a hearing at Chicago, the 
Commission denied a petition of Hayes for vacation of the order 
of suspension, the carrier having asked the Commission to per- 
mit the suspended schedules to become effective on one day’s 
notice and to remain in effect pending disposition of the inves- 
tigation proceeding (see Traffic World, Dec. 18, 1943, p. 1522). 
Later the Commission, division 3, found the proposed 20 per 
cent increase unjust and unreasonable, saying it was of the 
opinion that the respondent should be permitted an increase in 
rates, but that the increased costs on which that opinion was 
predicated affected Hayes’ entire operation and should not be 
borne solely by the shippef of lots of less than 10,000 pounds 
(see Traffic World, March 4, p. 572). The proceeding was re- 
opened May 15, and the Central States bureau was permitted 
to intervene. 

Appearances at the further hearing, aside from that of 
Mr. Turney, were entered by R. A. Ellison, for the Cincinnati 
Chamber of Commerce, and by Mr. Ellison as representing also 
J. P. Hanes, Carl Giessow, and Leslie Lacroix, who had ap- 
peared at the Chicago hearing for the Louisville Board of 
Trade, the St. Louis Chamber of Commerce, and the Evansville 
Chamber of Commerce, respectively. 

Mr. Turney placed J. C. McWilliams, statistician for the 
American Trucking Associations, Inc., on the stand to testify 
as to a study made by Mr. McWilliams of the results of Hayes’ 
truckload and less-truckload operations. In questioning Mr. 
McWilliams, Mr. Turney developed the fact that the exhibit 
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showed that in the first half of 1944 Hayes had earned on 
less-truckload freight $1,798,000, and that the cost of handling 
that traffic was $2,028,000; and that the loss was $234,000. 
Truckload revenue for the same period, Mr. McWilliams said, 
was $735,000 and costs $504,000, and that the study showed an 
operating ratio on less-truckload freight of 113 and on truck- 
load freight of 68. He said that, by applying to the whole period 
the 4 per cent increase permitted the carriers, and the increased 
minimum charges, which, he said, had been in effect for part 
of the period, the loss would have been $185,000 on less-truck- 
load traffic and the profit on truckload traffic, $263,000. 


The witness said that, if the proposed rates had been in 
effect for the first six months of 1944 there would have been a 
profit on less-truckload freight of $58,000, with an operating 
ratio of 97; and that there would have been a profit on truck- 
load freight of $263,000, with an operating ratio of 65.7. Mr. 
Turney’s questions developed the fact that the figures in Mr. 
McWilliams’s study had been taken from recorded entries in 
the carrier’s accounts and were not computations. 


Mr. Plank read a prepared statement concerning the field 
investigation made by himself and Ralph W. Fondersmith, also 
of the cost section, in explanation of two exhibits he offered. 
He said he wanted to point out, in connection with one of the 
exhibits, that separation was made between the variable (or 
out-of-pocket) costs that were directly related to the volume of 
traffic carried and the fixed or constant costs that were both 
unaffected by added traffic and were unrelated to the physical 
transportation conditions (such as size of shipment) surround- 
ing the handling of the goods. He said that “studies made by 
the bureau indicate that for motor carriers approximately 90 
per cent of the operating expenses, rents, taxes and return on 
the value of property are variable and 10 per cent constant.” 
He said that the significance of this separation was that only 
those expenses that were of a variable-character were capable 
of direct assignment to particular kinds of traffic or particular 
shipments. The remaining, or fixed, expenses, he said, were 
distributable on the basis of the value of the service or ability 
to pay. 

Mr. Turney’s lengthy cross-examination of Mr. Plank 
turned on.the various factors, in the case of individual carriers, 
that might cause variations in cost. He asked if there was “a 
single item” that did not vary, and Mr. Plank replied that it 
could only be determined by studying the particular expenses 
over a period of time and that he had made no such study. He 
said that the total of each account in the study had been treated 
statistically to see whether it varied or not. 


After a number of questions by Mr. Turney on the position 
of the cost section, Dr. Edwards volunteered to state the sec- 
tion’s position, as follows: The cost section did not make any 
attempt in these cost studies to indicate how the constant or 
fixed costs should be apportioned over the traffic for rate-mak- 
ing purposes. Mr. Turney expressed himself as satisfied with 
the statement. 

David Barrett, traffic manager, and G. O. Owens, chief 
accountant, of Hayes Freight Lines testified briefly. In answer 
to a question by Mr. Ellison, Mr. Barrett said that certain 
shippers moved their freight in their own equipment. He said 
he would go further and say that such shippers carried the 
“cream of the business” in their own equipment, and allowed 
the motor carriers to handle the ‘‘expensive stuff.” He said also 
that all local rates of Hayes Freight Line would be adjusted 
on the basis of the order in this proceeding. Mr. Owens’s testi- 
mony had to do with the preparation of the data used in the 
study presented by Mr. McWilliams. 


Mr. Fondersmith read a prepared statement in which he 
said that, in making a distribution of expenses related to billing 
and collecting operations, the bureau had made use of the one- 
week time study of clerical and supervisory employes conducted 
by Hayes at the request of Mr. Turney. His testimony dealt 
with billing and collecting costs, and with cargo loss and dam- 
age. He described the distribution of payments made to workers 
in various clerical and supervisory classifications. He said the 
loss and damage claims in a six-months’ test period studied ap- 
peared abnormal, adding that inasmuch as 96 per cent of such 
claims were charged by the carrier to less-truckload traffic, the 
effect might be to distort the relative costs for truck-load 
versus less-truckload traffic. 

Mr. McWilliams was recalled to the stand so that Dr. 
Edwards might ask certain questions fo clarify the methods 
used in reaching the results shown in the former study of the 
Hayes operation, and Examiner Aplin addressed a number of 
questions to the witness for the same purpose. 

At the close of the hearing, the examiner granted until 
October 15 for the filing of briefs. He asked Mr. Turney if he 
desired a proposed report, and Mr. Turney replied that as the 
Case was to be briefed, he saw no reason for a proposed report. 

The hearing ended August 10. 











New England Motor Rates 


Briefs have been filed in Ex Parte MC-22, New England 
Motor Carrier Rates, an investigation into the reasonableness 
of class rates and freight classifications in New England ter- 
ritory, reopened to bring the record up to date, by American 
Trucking Associations, Inc., Eastern Motor Freight Confer- 
ence, Inc., and Middle Atlantic States Motor Carrier Confer- 
ence, jointly; by Eastern Motor Freight Conference, Inc., sepa- 
rately; by Class I railroads in New England, interveners; by 
the New England Motor Rate Bureau, Inc.; and by the Manu- 
facturers Association of Connecticut, Inc., the New England 
Traffic League, and the Boston Chamber of Commerce, jointly. 

The joint brief of the A. T. A., and the Eastern and 
— Atlantic conferences summed up their position as 
ollows: 





































































































1. Classification. The Commission should not now prescribe ex- 
clusive use of a single classification in New England territory, but 
should permit the utilization of classifications now in use in that 
region. Ultimately, and after its decision in the Consolidated Freight 
Classification case, docket No. 28310, and Motor Freight Classification, 
docket No. MF C-150, the Commission should prescribe a classification 
which should be uniform and nation-wide in scope, giving consideration 
to all the factors ordinarily considered in a determination of proper 
classification principles. 

2. Costs. Costs are of great importance in the development of a 
proper rate structure, and the best possible costs should be developed. 
Our purpose in this regard is to make constructive recommendations 
which will be helpful in establishing proper cost principles throughout 
the country and in preventing the application of unsound principles 
in any section of the country. 

3. Profits. We seek adequate profits to maintain a sound and sta- 
bilized industry as required by the Congressional mandate, but do not 
recommend at present the prescription of any particular operating ratio. 







































































































































In its separate brief, the Eastern conference directed it- 
self, it said, “to the single matter of whether or not any 
order may be called for or may be legally justified on this 
reopened record.” It said the appropriate order to be entered 
was one of “complete discontinuance.’’ No minimum rate order 
was warranted, said the conference, because there was now 
no rate-cutting taking place. It said that while complete rate 
uniformity was lacking, this was due to the exercise of the 
managerial discretion of the carriers in recognition of their 
own revenue needs. No maximum rate order would be war- 
ranted, either, the conference said, because ‘at this time and 
no doubt for some time to come the motor carrier industry 
in New England is required to and will have to struggle to 
obtain anywhere near adequate revenues to meet the present 
and postwar conditions.” The conference also argued that an 
order fixing “the” rates to be charged would not be warranted 
or one prescribing “a” classification. It said that this was 
no time, and that this was not the kind of a case, for the gov- 
ernment to seek to remake the motor carrier rate and classi- 
fication structure, pointing out that the proceeding was re- 
stricted as to territory and that conditions in New England, as 
elsewhere, were greatly disturbed. 


The New England Motor Rate Bureau offered a modifica- 
tion of the proposals it made at the 1940 hearings, and said 
that its proposals were “offered for prescription as minimum 
rates for use by all regular and irregular route common carriers 
for hire within the territory, and it is urged that there be 
speedy final decision. . : .” It said that the Eastern conference, 
and the A. T. A., “which previously advocated adoption of 
the railroad system of rate making for motor carriers,” appar- 
ently no longer appeared in support thereof. The New England 
bureau contended that the rates it had presented were just and 
reasonable, and that no other just and reasonable bases of 
rates had been submitted. It said the study of the Commis- 
sion’s Bureau of Transport Economics and Statistics had been 
conducted under circumstances and by’ methods that could 
‘neither produce the accurate results of the New England 
study nor, as to certain aspects of the costs, validly determine 
them at all. It has been shown that the alleged facility of 
comparison of its results with the carriers’ expenses is non- 
existent in any material sense.” 

The New England bureau’s modified proposals were chal- 
lenged by the Connecticut manufacturers association, the New 
England Traffic League and the Boston Chamber of Commerce 
in certain respects, but they said they were particularly im- 
pressed with the bureau’s efforts so to develop its cost system 
as to make it practical as a foundation for rate-making. They 
said the bureau’s most recent effort in this direction, which, 
they added, might properly be termed an engineering appraisal 
of what costs should be, was based on the actual performance 
of representative operators and that it appeared to them funda- 
mentally sound. There was no fundamental differences of opin- 
ion as to basic issues, they said, because they were more 
firmly convinced than ever before that in the New England 
area class rates should be based on the cost of operations 
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Talkie’ That Means Less “Walkie” 


Just as the famous “walkie-talkie” used in the Armed Forces makes possible 
a two-way conversation—so does the Erie office and freight house communi- 


cation system. 


Loudspeakers, controlled from a master set in the foreman’s office, carry 
instructions to any corner of the freight house, and to employees in Agent’s 


office. And, by simply pressing a button, men many hundreds of yards from the 


master station can immediately reply. 


Unnecessary time-consuming walking to or from foreman’s office for 
instructions is eliminated. This speeds up the handling of shippers’ requests 
for information, the transfer, receiving, and delivery of freight—helps handlers 


become more efficient in their work. 


Up-to-the-minute equipment like this is aiding the men of Erie in giving 
shippers the finest possible wartime service. And the quick response of Erie 


men in making fullest use of time-saving equipment makes us proud to say, 
“It’s The Men Who Make The Erie.” 


Erie Railroad 


ONE OF AMERICA’S RAILROADS—ALL UNITED FOR VICTORY 
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plus a reasonable profit and that density should continue to 
be the principal factor in the determination of classification 
ratings. 

The New England Class I rail carriers said they did not 
advocate adoption of any particular basis for reasonableness 
of motor carrier rates, but strongly urged that, in so far as 
the cost materials of record were held pertinent, the Com- 
mission sustain their contentions. Under the heading, ‘“‘Con- 
ditioning Characteristics of the Edwards Analytical Study,” 
the carriers pointed out that the result reached was an aver- 
age applying to all traffic regardless of the type of rates on 
which it moved, or the type of common carrier involved; that 
the study was based on 1942, and the costs as found rested 
on the load factor in effect during the study period, which 
would apply in the future only under comparable conditions; 
that any treatment of weight-break scales in connection with 
rates and prospective revenues must embrace adequate al- 
lowance for the depressing effect of weight-break points on 
revenue. The rail carriers also raised objections to the ap- 
portionment of empty truck mile expenses, and to the treat- 
ment of circuity, contending that line-haul circuity included, 
besides the terminal-to-terminal circuity recognized in the modi- 
fied allowances in the Edwards study, point-to-point circuity 
and a substantial item of interline circuity. After discussing 
certain examples, the railroads said the study demonstrate 
insufficient allowance for circuity, even as modified. They said 
it was their view that circuity could best be dealt with in con- 
nection with load factor, but that, until the resulting deficiency 
was corrected, the results of the study could not be used in 
connection with determination of reasonable rates a short-line 
basis, and that the Commission should so hold. 


T. P. & W. Notes 


Preparatory to filing exceptions to the recommendation of 
Examiner Howard, that the petition of the Toledo, Peoria & 
Western Railroad for permission to issue $100,000 of 3 per cent 
notes, to provide working capital of the corporation, the 
railroad properties of which have been in the hands of the 
federal government since March, 1942, be denied, George P. 
MecNear, Jr., president of the corporation, has asked Director 
Johnson of the O. D. T., in a telegram August 7, to furnish 
information so that, in the exceptions, the corporation may 
“give the Commission concise and detailed presentation of the 
effects of featherbed rules inaugurated on or about July 1, 
1942, by the O. D. T.” 

Mr. McNear asked Director Johnson to make available 
to him train sheets covering operations on the railroad in 
June and July, 1942, and asked the director, further, to author- 
ize H. H. Best, general manager of the railroad for the gov- 
ernment, to tell the corporation “how the July operations could 
have been modified by application of the various changes sub- 
sequently made in such rules to ameliorate them.” 

He has been informed, Mr. McNear said, that the working 
rules instituted by the O. D. T. had since been modified and 
were at present “substantially as favorable for fast and effi- 
cient operation” as those in effect at the time of the seizure. 

“The analysis of June and July, 1942, train sheets, together 
with General Manager Best’s information with respect to sub- 
sequent rule changes would materially help to clear up the 
situation,” said Mr. McNear in his telegram. Mr. Best was 
‘well situated’ to assist in developing the comparison, he said, 
because he was on the railroad for many years and was familiar 
with its operations, both before and after the seizure.” 

Mr. McNear said, at Peoria at noon August 11, that he 
had not as yet received a reply to his request from Mr. Johnson. 


Chicago Union Station Financing 


In Finance No. 14657, the Chicago Union Station Co. and 
its proprietary roads, have asked authority for the former to 
issue and sell, and for the latter companies to guarantee, 
$37,800,000 principal amount of first mortgage series ‘“G” 
bonds, and to issue and sell $6,200,000 principal amount of 
guaranteed serial notes. 

The first morgage bonds, according to the application, are 
to be dated July 1, and to mature July 1, 1963, to be issued 
under the Union Station’s first mortgage dated July 1, 1915, 
and to bear interest at a rate to be determined under com- 
petitive bidding. The application says the proposed series 
“G” bonds are to be redeemable at the option of the company, 
as a whole or in part, on publication of notice as required by 
the mortgage, on July 1, 1949, or on any interest payment 
date thereafter, at 105 per cent up to and including July 1, 
1951, and at a decreasing rate thereafter until July 1, 1951, 
the rate on that date to be 100% per cent; and thereafter at 
100 per cent, in each case with accrued interest. 

The $6,200,000 of guaranteed serial notes are to be dated 
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July 1, and to mature in nineteen installments, $500,000 on 
July 1, 1945; $250,000 January 1 and July 1 in each year from 
1946 to 1951, inclusive; and $450,000 on January and July 1 
in each year from 1952 to 1954, inclusive. They are to bear 
interest to be determined under competitive bidding. 

The obligations to be refunded, the application said, were 
the Union Station company’s first mortgage series “E” bonds, 
dated January 1, 1936, in the principal amount of $44,000,000, 
with interest at 3% per cent and maturing July 1, 1963. 

Joined with the Union Station Company in the applica- 
tion, were the proprietary companies, the Burlington, the Mil- 
waukee, the P. C. C. & St. L., and the Pennsylvania, which 
requested authority to guarantee unconditionally jointly and 
severally, by endorsement, the payment of principal and in- 
terest of the bonds and the notes, and the payments into the 
retirement fund to be established for first mortgage bonds. 


N. Y. C. Equipment Purchase 


In Finance No. 14655, the New York Central has asked 
the Commission for authority to assume obligation and liability 
in respect of $15,500,000 of equipment trust certificates, equip- 
ment trust of 1944. The railroad said the certificates would 
provide for approximately, but not more than, 75 per cent of 
the cost of 4,000 steel box cars, 1,000 hopper cars, 50 locomo- 
tive tenders, one locomotive and tender, and 31. diesel loco- 
motives, which it estimated would cost about $21,067,000. 

The applicant said the trust certificates would be dated 
September 1, and would be issued in ten series of equal 
amounts, the first series to mature September 1, 1945, and the 
remaining series on September 1 of each year thereafter to 
and including September 1, 1954. It said the certificates would 
bear dividends payable semi-annually at a rate to be specified 
by the successful bidder. 


The New York Central said that, for the past eleven 
years, it had been carrying out a program of debt reduction 
as circumstances permitted. It said that under this program 
a reduction of $25,770,184 had been effected in 1943 in the 
amount of capital obligations (including amounts due the state 
of New York on account of grade crossing eliminations, and 
amounts payable for equipment acquired under railroad equip- 
ment agreements assigned to banks) of the applicant and its 
lessor companies outstanding in the hands of the public. It said 
that as of December 31, 1943, the total of such obligations was 
$891,967,063, compared with $917,737,245 at the end of 1942, 
and $1,108,807,952 at the end of 1932, adding that interest 
charges on an annual basis on such outstanding obligations at 
the end of 1943 were $12,323,586 less than on such obligations 
outstanding at the end of 1932. It said that, in 1944, it had 
current maturities amounting to $8,975,199 that had been or 
would be paid and not refunded, and that in addition to such 
current maturities it would have retired at the end of 1944 a 
total amount of other capital obligations in excess of the total 
par value of the presently proposed equipment trust certifi- 
cates. 


Hi. E. Savage Water Rights 


In W.911, H. E. Savage, Jr., of Norfolk, Va., asks the Com- 
mission for authority to institute a new operation, as a contract 
carrier of property, over regular and irregular routes the year 
around. The request is for authority to transport general com- 
modities when loaded in motor carrier vehicles of carriers sub- 
ject to part II of the interstate commerce act, to, from, and 
between Norfolk, Va., Baltimore, Md., Philadelphia, Pa., New 
York, N. Y., Boston, Mass., and to intermediate ports as re- 
quired, in daily service. 

The applicant also claimed exemption under section 303(e) 
for non-competitive ferry service and equipment; under section 
303(f) (1), for serving own truck operations; and under section 
303(f)(2), for serving other motor carriers. 


The applicant said it was his intention to own and operate 
equipment, and to lease or charter and operate equipment. He 
said‘a survey he had made disclosed the availability of several 
pieces of ferry type equipment that might be either purchased 
or leased, and that, in view of existing war conditions, he pre- 
ferred to avoid the necessity for immediate purchase and pro- 
posed to lease the equipment until such time as he could pur- 
chase or build modern equipment particularly designed for the 
type of operations proposed. Eventually, he said, he proposed 
to operate diesel powered barges or ferries having a capacity 
of approximately 40 semitrailer units. He said that operating 
expenses of motor carriers would be greatly reduced through 
the use of this barge or ferry service. He said he had not 
theretofore been engaged in water varrier operations, but had 
“long been engaged in motor carrier operations... .” 

He said he estimated that his traffic to and from Norfolk 
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for his own motor carrier operations would average 20 traliers 
each way a day, and that to this might be added 20 or more 
trailers for other motor carriers, and that he viewed the pro- 
posed operations as being of particular benefit to the motor car- 
rier industry. 





Lease by Commercial Carriers, Ine. 


When and if the transaction here proposed was consum- 
mated, the result would not be to take one group of persons out 
of the field and substitute another, but rather to continue two 
separate operations where, “for all practical purposes,” there 
was a Single operation in the past, contended the Truckaway 
Corporation in a brief as protestant in MC F-2463, W. F. Carey 
and B. B. Beveridge—Control; Commercial Carriers, Inc.—Lease 
—C. M. Boutell et al. 

“The certificate out of which it is proposed to carve the 
rights for leasing purposes,” Truckaway Corporation said, “is 
owned and controlled by C. M. Boutell, Mrs. F. J. Boutell and 
three others who also own and control the F. J. Boutell Drive- 
away Co., Inc. In other words, Central States Transit Lines and 
the F. J. Boutell Driveaway Co., Inc., are owned and controlled 
by the same people. The facts just related are important be- 
cause Commercial Carriers, Inc., is seeking to lease from Central 
States Transit Lines the claimed right to initiate the transpor- 
tation of automobiles and other things from Flint and Pontiac, 
Mich., to Detroit, Mich., and to points and places in Ohio... . 
The F. J. Boutell Co. has the right to initiate automobile traffic 
from both Flint and Pontiac to the destination territory involved 
in this application. . . . The persons owning and controlling the 
rights being leased own and control a precisely similar set of 
rights in another name. ... The little traffic handled by Central 
States was, in reality, merely diverted from the Boutell Co. to 
Central States. The undoubted purpose was to keep the claimed 
rights alive through the medium of token shipments... .” 

Truckaway averred that the rights proposed to be leased 
had not been used “for a long time’; that they were never used 
in the manner contemplated “if this transaction is approved,” 
and that, in the absence of concrete evidence showing that 
the transaction was in the public interest, the Commission could 
not make a favorable order. 


LEE FREIGHT SHOW CAUSE ORDER 


Saying that there was reason to believe that the applicant 
had ceased operations under some or all of the operating rights 
acquired by it, and that such cessation was not an interruption 
of service over which the applicant had no control, the Commis- 
sion, division 5, has issued a show cause order in MC 52594, 
Lee Freight Lines, Inc., Common Carrier Application, formerly 
a portion of MC 16789, Dickerson Forwarding Lines Corpora- 
tion, Common Carrier Application. The order directed Lee 
Freight Lines to show cause, within 30 days from the date of 
the order, July 27, why that portion of the application in MC 
16789, now assigned MC 52594, should not be dismissed. 

The order said that by order of September 5, 1939, in MC 
FC-12224, Lee Freight Lines was substituted as the application 
as to a portion of the operating rights sought in MC 16789 and 
that a report and recommended order of a Commission exam- 
iner, recommending a grant of certain operating rights, had 
been served May 11, and the taking effect of the recommended 
order stayed by order of May 30. The instant order said the 
applicant had failed to comply with the requirements of sec- 
tion 215 of the interstate.commerce act and the rules of the 
Commission governing the filing and approval of evidence of 
security for the protection of the public, although it had been 
duly requested by the Commission to do so. 


Motor Haulage Co. Status 


The Regular Common Carrier Conference of the American 
Trucking Associations, Inc., has filed a petition with the Com- 
mission in MC 31214, The Motor Haulage Co., Inc., of New 
York, N. Y., asking for reconsideration of the decision by divi- 
sion 5 by which that applicant was authorized to continue 
Operation as a contract carrier as to general and specified 
commodities between various points in New York, New Jersey, 
Connecticut and Pennsylvania, and to continue operation as a 
common carrier of damaged airplanes between certain points 
in New York (see Traffic World, April 29, p. 1168, and Au- 
gust 5, p. 316). 

“It is our considered opinion,” said the conference, “that 
this particular decision, as it now stands, is a departure from 
the decision of the entire Commission in N. S. Craig Contract 
Carrier Application, 31 M. C. C. 705, wherein your Commis- 
Sion laid down the principles that the industry was to recog- 
nize in determining any individual carrier’s place in the trans- 
portation picture. That decision . .. should not be undermined 
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now. ... It (the decision by division 5) fails to recognize 
the fundamental premise that consideration must be given 
to the overall picture of the operations of the applicant, and 
instead treats its service piecemeal, thereby forcing the erro- 
neous conclusion that applicant is a contract carrier... .” 

The conference said that Motor Haulage was performing 
a more complete transportation service than many common 
carriers; that the only limitations the applicant placed on the 
parties it would serve was that those parties must pay appli- 
cant sufficient remuneration to make the transaction com- 
pensatory, and the traffic must be capable of being transported 
in applicant’s vehicles. 

“The fact that applicant has entered into contracts with 
shippers,” said the conference, “is of no import, for all for- 
hire carriage is performed under contract. This Commission 
must answer this question: Will this applicant serve any shipper 
within the limits of its undertaking who will pay applicant’s 
charges? The numerous and frequent changes in the parties 
with whom applicant does business, the commodities trans- 
ported, the employment of solicitors, the movement of L. T. L. 
as well as T. L. traffic, all support the conclusion that applicant 


is, in fact, holding out a service to the general public as a 
common carrier... .” 


ALTON REORGANIZATION 

By orders in Finance No. 14030, Alton Railroad Co. Reor- 
ganization, the Commission, division 4, has granted a petition 
of Thorvald F. Hammer, Allerton C. Hickmott, Orlando H. 
Lounsbury and Watson Washburn, constituting the protective 
committee for guaranteed stock of the Joliet & Chicago Rail- 
road Co., for leave to intervene in the reorganization proceed- 
ing and has granted, also, a like petition of the same petitioners 
as members of the protective committee for the 6 per cent 
guaranteed preferred stock of the Kansas City, St. Louis & 
Chicago Railroad Co. 

In their petition with respect to the Joliet & Chicago stock, 
the petitioners said they had received authorizations from the 
holders of 2,188 shares of that stock. In the other petition, 
they said they had received authorizations from the holders of 
9,948 shares of the preferred stock of the K. C., St. L. & C. 


L. & N.—I. C. CONSTRUCTION 

The Louisville & Nashville has filed a motion with the 
Commission for separate disposition of Finance No. 14536, 
Louisville & Nashville Railroad Co. Construction, and Finance 
No. 14571, Chicago, St. Louis & New Orleans Railroad Co. and 
Illinois Central Railroad Co. Construction. The L. & N. appli- 
cation involved construction of a line of railroad from a point 
at or near Drakesboro extending for a distance of about 2.1 
miles, in Muhlenberg county, Ky., in order that the road might 
continue to serve Kirk Coal Mining Co. at a new location. The 
proposed extension, said the L. & N., was so designed that it 
would place the road in a position to serve the contemplated 
new location of the tipple of the W. A. Wickliffe Coal Co. 
without any additional construction of track. The C. St. L. & N. 
application involved an application for the construction by that 
road, and operation by the Illinois Central, of a line of railroad 
extending from a point near Central City to a point at or near 
the mine of the W. A. Wickliffe Coal Co., in Muhlenberg county, 
Ky. The applications were heard on a consolidated record. 

The L. & N. said no useful purpose would be served by 
delaying the disposition of its application and awaiting dis- 
position of the Illinois Central application in accordance with 
the “procedural wishes” of that applicant. On the other hand, 
it said, prompt action was necessary in justice to “the nation, 
to the Kirk Coal Mining Co. and to the applicant Louisville & 
Nashville.” It pointed out that the coal mining company was 
now taking out coal, that would not ordinarily be mined, be- 
cause of the gerat demand created by the war. It said the com- 
pany had taken every step possible to effect a quick transfer 
of its operations to the new location and quoted it to the effect 
that “as the matter now stands it has a mine ready for the 
production of coal, but no facilities for getting it to market.” 


PORT TERMINAL RATE INCREASE 


Port terminal operators at Wilmington, N. C., Charleston, 
S. C., Savannah, Ga., and Jacksonville and Port Everglades, 
Fla., have joined in a brief on exceptions to the proposed report 
by Examiner M. J. Walsh in No. 29003, Jacksonville Port Ter- 
minal Operators Association, et al. vs. Alabama, Tennessee & 
Northern, et al., setting forth in their brief the contention, 
among others, that the examiner has erred in failing to find 
that storage charges assessed under the port charges tariff are 
so low that they constitute “an unfair method of competition 
between complainants and commercial warehousemen, who 
compete with railroad port terminals.”. The examiner had rec- 
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ommended dismissal of the complaint (see Traffic World, May 
27, p. 1435). 

Proper consideration of the evidence, the port operators 
said, warranted a complete reversal of the examiner’s conclu- 
sion and a finding supporting the contentions of the complain- 
ants in their request for a horizontal increase of 20 per cent in 
the charges for port terminal services published by the rail 
carriers and contained in Agent Hoke’s port charges tariff and 
other tariffs of individual railroads. 


WESTERN CARLOADING TRANSFER 


In FF-79, Western Carloading Co., of Los Angeles, Calif., 

has asked the Commission to authorize the transfer of its 
‘permit to Western Carloading Co., Inc. The corporation joined 
in the application, which said that the corporation was incor- 
porated July 29. The contract between the parties said that, 
due to uncertain “economic and political conditions” it was 
extremely difficult, if not impossible, to fix a lump sum as to 
the purchase price that would be fair to both parties. The 
agreement provided that the corporation would issue for cash 
1,6000 shares of its capital stock to H. P. Leveson, president 
of both organizations, at par, or a total amount of $160,000 in 
order to carry out the terms of the sale; $150,000 as payment 
on account, and $10,000 as working capital of the corporation. 
Western Carloading Co. agreed to sell its rights to the corpora- 
tion for $350,000, and a share of the profits. The contract called 
for a payment of $150,000 on execution of the agreement and 
for two promissory notes, each for $100,000, these payments 
to be held by a bank or trust company until approval of the 
transaction by the Commission. 

The contract provided that, after the corporation had 
shown on its books a cumulative net profit of $600,000 in the 
period ending six years from the execution of the contract, 
from that time on it would pay the sellers 25 per cent of the 
net profits in excess of the $600,000 in the period ending four 
years from the execution of the contract, and 15 per cent for 
the two years immediately succeeding the four-year period. 


CUDAHY: PACKING CO. COMPLAINT 


The Baltimore & Ohio Railroad Co., as defendant in No. 
29167, Cudahy Packing Co. vs. Baltimore & Ohio, in which the 
complainant alleges refusal by the defendant to make settle- 
ment of claims in connection with outbound shipments of butter, 
eggs, cheese and poultry from points in several midwestern 
states to Washington Court House, O., there transited and 
shipped to various destinations in the United States (see Traffic 
World, July 29, p. 281), has filed with the Commission a motion 
that the allegations of the complaint be made more definite 
and certain and that the defendant be granted additional time 
within which to make answer to the complaint. 

“From the complaint as now framed,” said the B. & O., 
“defendant is unable to determine whether there was, in fact, 
a through movement from origin point via Washington Court 
House to ultimate destination as to all of which movement 
its relationship is solely with complainant; or whether there 
was, in fact, an original shipment made by the government of 
the United States, or some agency or department thereof, from 
Washington Court House, as to which movement the govern- 
ment may be entitled to the benefits of any rates or services 
held out in tariffs, section 22 quotations, or other agreements 
between carriers and the government.” 


RAILROAD PERFORMANCE INQUIRY 


The war mobilization subcommittee of the Senate military 
affairs committee has postponed until August 17 the hearing 
previously scheduled for August 10 for the presentation of oral 
testimony by railroad witnesses dealing with charges by Sen- 
ator Kilgore, of West Virginia, chairman of the subcommittee, 
and Assistant Attorney General Wendell Berge to the effect 
that the railroads had been unduly slow in adopting techno- 
logical improvements. Documentary material in answer to 
those charges was filed with the committee by the railroads 
June 1 (see Traffic World, June 3, p. 1509, and July 29, p. 
274). It was stated that the change in the hearing date was 
made because of inability of the railroad witnesses to appear 
before the committee on the date originally set for the hearing. 


RAIL FURNITURE SERVICE WEEK 


C. H. Dietrich, executive vice-chairman, freight claim 
division, Association of American Railroads, in a letter to 
members pointing out that claims on furniture damage were 
presently running about 25 per cent ahead of last year de- 
spite reduced volume, has suggested that, since “we often get 
best results by concentrating on one problem at a time,” each 
railroad assign its entire claim staff, or such as can be spared, 
to on-the-spot studies of cause and prevention of damage to 
furniture between September 11 and 16. He said the studies 
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should be “strictly confined to our own service” in “National 
Better Service Week for Furniture,” and that the studies 
might be made over a two-week or month period if desired. 

Pointing out that packing materials were scarce, he urged 
that the railroads refuse to accept shipments on which dai- 
age was certain to occur, as provided by section 1(a) of Con- 
solidated Freight Classification Rule 5. He said the cost in 
damage claims probably was not less than $2.50 a ton on 
average less carload furniture shipments originated. He 
pointed out that furniture inspectors employed in Southern 
and Official Classification territories were doing educational 
work at various furniture factories. He asked that results of 
the studies in September be forwarded to the committee. 


Coal City Towing Suit 


A three-judge statutory court, sitting in the federal court 
for the western Pennsylvania district, has set aside the order 
of the Commission in W-313, Coal City Towing Co. Contract 
Carrier Application, in which the Commission granted Thomas 
L. Campbell, doing business as Coal City Towing Co., authority 
to operate as a common carrier by towing vessels in the per- 
formance of general towage between ports and points along 
the Allegheny and Monongahela Rivers, and the Ohio River 
east of and including North Bend, O. The court said it was 
setting the Commission’s order aside in order that the Com- 
mission might grant Mississippi Valley Barge Line Co., Camp- 
bell Transportation Co., and American Barge Line Co. further 
hearing. 

The court pointed out that the decision granting the cer- 
tificate to Campbell had been reached without a public hearing, 
and that it was based on evidence presented in the original 
application and obtained, ex parte, by the Commission’s field 
investigators, consisting of two of its employes. It said the 
aforementioned water carriers had petitioned the Commission 
for a hearing, and had offered to prove facts showing lack of 
jurisdiction in the Commission to grant the certificate, in that 
neither the applicant nor his predecessor had been in bona fide 
operation as a carrier subject to the interstate commerce act 
on the statutory date and that neither Coal City Towing Co., 
nor the predecessor, had at any time engaged in operations 
essential to support any grant of operating authority. The 
court pointed out that this, and another petition for reconsid- 
eration, and a public hearing, had been denied. It said these 
petitions had been refused for filing by the Commission and 
that they had been “physically returned to petitioners.” 

The court said that as all of the proceedings before the 
Commission prior to the granting of the order dated January 
13, 1943, were ex parte, it could not see how the plaintiffs 
could have intervened until the Commission’s views had ripened 
into a decision, and that the very purpose of the Commission 
in making its order effective April 6, 1943, was for the purpose 
of permitting any interested party to appear in the meantime 
to object and to be heard. 

“Our conclusion is that plaintiffs made timely application 
to the Commission to intervene and to be heard, and should 
be granted that right,” said the court. 


sonable degree of certainty, that there is any evidence in the 
record before us to support a finding that Webster (the pre- 
decessor of the present applicant) had engaged in any trans- 
portation ‘subject to this part (of the Act)’ prior to the ‘grand- 
father’ date. This becomes the more crucial in view of the 
plaintiffs’ timely offer to assume the burden of proving the 
negative by establishing that Webster did not in fact engage in 
any such transportation prior to the critical date.” 

The case was docketed in the Pennsylvania court as C. A. 
2793, Mississippi Valley Barge Line Co., Campbell Transporta- 
tion Co. and American Barge Line Co., Plaintiffs, vs. United 
States of America and Interstate Commerce Commission, De- 
fendants, and Thomas L. Campbell, trading as Coal City Tow- 
ing Co., Intervenor. 


CHRISTMAS MAILING FOR ARMED FORCES 
Postmaster General Walker has announced that the Christ: 


as last year. After October 15, said he, no gift parcel might 
be mailed to a soldier without the presentation of a writtet 
request from him. He urged use of “strong string and box 
material” in making the shipments, pointing out that the de 


wrapper became separated. He advised that the address of 
the sender and addressee be written inside the package as well 
as the outside. 


“The propriety of this| 
conclusion is especially indicated by the fact that, on the merit} 
of the matter, it is not possible for us to say, with any rea-} 
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Rail Antitrust Action 


Biddle and Berge, in Public Addresses, Promise Renewal 
of Antitrust Action Against Ratemaking and Attack 
on Western Commissioner Agreement 


“The fight for free enterprise must begin by freeing trans- 
portation,” declared Assistant Attorney General Wendell Berge 
in an address on “The West and Postwar Transportation,” pre- 
pared for delivery at a luncheon of the Kansas City, Mo., Ad- 
vertising and Sales Executives Club, August 7. 

After asserting that no free enterprise or competitive sys- 
tem could operate if the channels of communication and dis- 
tribution were artificially controlled “so that some are favored 
and others are denied access to the market,’ Mr. Berge said: 


It is useless to praise free enterprise if we do not have the courage 
to make it free. Yet the peacetime channels of distribution in this 
country have been artificially restricted and controlled. A survey of 
our transportation industry shows that (1) there are discriminatory 
railroad freight rates which have placed an unfair burden upon the 
industry and agriculture of the west and the south; (2) these discrim- 
inatory rates have been fixed by private conspiracies and not by public 
authority; (3) the development of motor carriers and water carriers 
has been placed at a disadvantage; (4) the introduction of new equip- 
ment and technical improvements has been delayed as a result of the 
monopolistic condition of the transportation industry; (5) aviation 
transport has been retarded by railroad-imposed restrictions. 


He asserted that the Department of Justice would do “all 
that it can, in its enforcement of the Sherman act, to remove 
the dead weight of the restraints which have been laid on 
certain areas of the country through the secret private agree- 
ments which we have uncovered,” his reference being to agree- 
ments he said had been effected by private rate making con- 
ferences and associations of railroads and motor carriers. He 
pointed to what he described as the successful activity of the 
Justice Department in court action to compel the Pullman 
Co. to divest itself of either its manufacturing company or its 
operating company. He said that, for years, the Pullman Co., 
through exclusive agreements with the railroads and through 
“the monopoly position which it had obtained,” had prevented 
the introduction of new type lighter sleeping cars, and added 
that “with the cancellation of the exclusive contracts it is to be 
hoped that new manufacturers operating in the American tra- 
dition with efficiency and ingenuity, together with the Pull- 
man Manufacturing Co., will be able to develop cars which 
will make full use of the greater productive capacity of the 
nation, including the new productive capacity of the west.” 

Prosecutions under the antitrust laws might do much 
to remove the private restrictions that now existed in the trans- 
portation field, said he, but, he added, basically the future 
of transportation in this country depended on whether the 
American public was really willing to give free enterprise a 
chance. 


“Monopolies of Few” Assailed 


“No free economy can survive if the basic arteries of 
trade and commerce are used to support the monopolies of the 
few,” he said. “No monopoly is more destructive of full pro- 
duction and widespread consumption than monopolies in trans- 
portation. The test of our hope for full production in a free 
enterprise system lies here. The fight for free enterprise must 
begin by freeing transportation.” 

Much of his presentation consisted of material similar to 
that presented before the Senate interstate commerce com- 
ee in its hearings on the Wheeler rate bureau regulation 

ill. 

Mr. Berge contended that transportation costs that entered 
into the early stages of extraction and fabrication of products 
were pyramided many times over as semifinished and finished 
products moved through the channels of trade to the ultimate 
consumer. 

“A charge of one dollar for freight on the movement of 
raw materials may impose an additional cost on the ultimate 
consumer of two dollars, three dollars, or even more,” he 
averred. “The distance between the farmer, the manufacturer, 
and the merchant is not to be measured in miles but in rates. 
Excessively high rates, discriminatory rates, by making im- 
possible the exchange of products between various sections of 
od country, can retard the development of whole commun- 
ORs aha 

“T am not developing a theory; I am describing the con- 
dition of the country... . 

“The south and the west remain undeveloped largely be- 
Cause of a discriminatory and excessive freight rate structure 
Which has been imposed upon them by the railroads. It is 
futile to build plants or to seek capital for new enterprises in 
the south and west, no matter what their natural resources, in 





387 






which stifle their 


the face of the transportation handicaps 
development and growth... .” 


Discriminations Alleged 
Continuing, he said, in part: 
A few instances will make clear the paralyzing effects of unjust 


discriminations in the freight rate structure: For example, the rate 
on work clothing in carload lots from Macon, Ga., to Chicago, a dis- 
tance of 817 miles, is $15.60 per thousand pounds as compared with the 
rate of only $11.20 from Philadelphia to Chicago, a haul of 814 miles. 
The disparity between different regions is clearly indicated by similar 
differentials. Thus from Omaha, Nebr., to Columbus, Ohio, a distance 
of 748 miles, the rate is $18.70 per thousand pounds compared with the 
rate of $15.20 from Fitchburg, Mass., to Columbus, a distance of 743 
miles. From Denver, Colo., to Evansville, Ind., 1,083 miles, the freight 
rate is $29.40 per thousand pounds compared with a rate of $18.40 from 
New London, Conn., to Evansville, a distance of 1,088 miles. Examples 
of this kind could be multiplied almost endlessly. 

Governmental reports have summarized the situation as follows: 
On the average, goods subject to class rates, so important in the mar- 
keting of industrial products, must pay rates 37 per cent higher in 
the South than for comparable services in the East; and in the West, 
these rates are 46 to 71 per cent higher than in the East. These figures 
are typical and carry their own story. Railroad organizations contend 
that rates cannot be reduced until traffic increases; and industry re- 
sponds that new production cannot be started in the South and West 
until rates are reduced. Obviously in transportation as in all other 
industries, a reduction of the price of service is a prerequisite to secur- 
ing increased traffic. Unfortunately experience has taught us that volun- 
tary rate reduction cannot be expected from the organized railroad 
industry; either the log jam must be broken by mandatory govern- 
mental orders prescribing lower rates, or else the industry’s power to 
maintain its monopoly pricing must be broken. .. . 

How does it happen that these excessive and discriminatory freight 
rates have been maintained? Why hasn’t the natural force of competi- 
tion brought them down? A few examples may answer this question. 
In 1933 the Missouri Pacific lines, in connection with the Denver & Rio 
Grande Western, decided that it would lower its freight rates in order 
to meet existing truck competition by establishing so-called all-com- 
modity freight rates between St. Louis and Kansas City, and Denver. 
The Interstate Commerce Commission granted permission on January 
26, 1933, to publish the rates on ten days’ notice. The Union Pacific, 
the Rock Island, the Burlington, and the Santa Fe protested against 
the cheaper rates. The Western Commissioner of the railroads was 
able to report on January 2, 1934, that: 

“After giving this subject careful consideration, conclusion was 
reached that it would be adverse to the interests of carriers as a whole 
in Western territory, and that the rate proposed should not be estab- 
lished. This conclusion was accepted by the proponent lines, the 
Missouri Pacific Railroad Company.”’ 

The lower rates were not put into effect. 

In 1933, the Chicago Great Western decided that it would reduce 
rates on various packinghouse supplies and products between Chicago 
and Missouri River points. The Western Association of Railway Execu- 
tives unanimously passed a resolution on October 2, 1933, declaring that 
the reduction proposed by the Great Western ‘‘is unwise and would be 
disastrous to the net revenues of all the roads serving the territory 
affected by the proposed reduced rates in that it would adversely affect 
all other rates and result in the loss of revenues to the interested roads 
as a whole, in excess of any possible recovery of traffic taken from the 
railroads by motor truck competition; and that the committee considers 
that such action cannot, consistent with the interests of the industry 
as a whole, be taken by one railroad independently and contrary to the 
judgment of the commissioner and all the other interested railroads.’’ 

After a good many conferences, the Chicago Great Western with- 
drew its proposed reduction in rates. 

In 1933 an unusually heavy peach crop in western Colorado, Utah 
and southern Idaho, combined with distressed market conditions, re- 
sulted in strong appeals to the railroads to reduce rates in order that 
the fruit might move to market. Certain railroads were willing to 
reduce their rates but others protested. The western commissioner 
decided that the rates should not be reduced. He stated: 

“I pointed out that railroad rates cannot be adjusted to keep pace 
with the various fluctuations in crop, industrial and economic conditions 
and the principle that overproduction on a given commodity is not a 
justifiable reason for requiring rail carriages to reduce reasonable rates. 
I therefore recommend that the proposal be not placed in effect on 
the ground that there is no justification for the proposed reductions 
and their inauguration would result in the dissipation of railroad reve- 
nues and consequent prejudice to the public interest. 

The records of the western commissioner are full of such examples. 
Thus the commissioner’s summary of his activities during 1934 includes 
the following: 


“In order to meet a situation in the Pacific Northwest territory 
resulting from the increased use of other types of fuel, the Union 
Pacific Railroad announced its intention of reducing rates on fuel from 
southern Wyoming and Utah points into that territory, which it is 
alleged would have the effect of stimulating coal traffic. This action 
was protested by other Pacific Northwest lines on the ground that such 
reduction would fail to accomplish the purpose desired and would 
result in a loss of revenue to all participating carriers. Following con- 
ference, at which all phases of this matter were considered, report and 
conclusion was rendered, recommending the withdrawal of the tariff 


reducing the coal rates by the Union Pacific.’’ 

I know that there is a widespread belief that all rates and charges 
of railroads and other surface carriers are fixed by the Interstate Com- 
merce Commission, and in accordance with that belief the few excerpts 
which I have just read from the files of the western commissioner 
might be thought to be rulings by the Interstate Commerce Commission 
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or at least by some public official. That, of course, is not the case at 
all. The western commissioner was a private official acting as a part 
of the private price fixing mechanism set up by the railroads for the 
very purpose of preventing competition and the lowering of excessive 
rates. 

Because of abuses, principally as to rates and charges, railroad 
companies have been subjected to public regulation, state and federal. 
With their development, newer and competitive forms of transportation 
have also been brought under government regulation. But Congress, in 
passing these regulatory acts, and the courts in interpreting them, 
refused to accept the view that regulation is a substitute for competi- 
tion. They refused to permit private companies operating public trans- 
portation services to combine to restrain or monopolize commerce, 
either in the operation of their services or in their pricing. To this 


area of restraint and monopoly of public transportation the anti-trust 
laws clearly apply. 


Mr. Berge recited the Justice Department’s contentions 
that over 99 per cent of the rates filed with the Commission 
became the lawful rates without any review by the Commission, 
said that there now existed about 60 rate associations and con- 
ferences that constituted the rate-making machinery of the 
railroad industry, and discussed in further detail the western 
commissioner plan, saying that under that plan “the trans- 
portation policies of the west were made in Wall Street and the 
discriminatory rates maintained.” 

_ He charged that after the motor carriers had organized 
private rate-making conferences and associations, they and the 
organized rail carriers entered into agreements whereby motor 
carrier rates were forced upward to the level of rail rates, 
and that water carrier rates, also, through water carrier rate 
conferences, were arbitrarily related to rail rates. He dis- 
= the contracts of the Railway Express Agency with the 
airlines. 


Transport Integration 


On the subject of integration of various forms of trans- 
port, he said: 


In order to continue their restrictive policy on all forms of trans- 
portation, the railroads have now come forward with a plan for fasten- 
ing upon the nation a complete transportation monopoly under their 
domination. This plan, which is advanced in the name of ‘‘free enter- 
prise,’’ contemplates the development of regional integrated transpor- 
tation systems which would control and operate rail, motor, water, and 
air transport facilities throughout large geographic areas. To achieve 
this plan they advocate the repeal of the ‘‘charter of American free- 
dom,”’ the Sherman anti-trust act, as it applies to transportation. The 
sponsors of this program in one of their public pronouncements re- 
marked that: ‘‘They (the railroad owners) are not concerned whether 
their returns come from water, rail, bus, or air services.’’ This ex- 
pression of the railroads’ case leaves no question but that the purpose 
of this scheme to bring all forms of public transportation under the 
domination of the railroads is designed to preserve the excessive 
capitalization of the railroads regardless of the economic effects upon 
the nation. 

It requires no extended analysis to understand the economic power 
of such ‘‘integrated transportation systems.’’ Such regional monopolies 
of all forms of transportation would possess the power of life and 
death over every community and every industry. Their rate policies 
would determine the location of industry, the sources from which raw 
materials would be drawn, the markets to which finished products 
would move, the possibilities of geographical shifts of population and 
industry, and the employment opportunities for a large proportion of 
the workers in industry, trade, agriculture, and mining. Indeed, any 
such extension of private monopoly power would make public owner- 
ship and operation of their transportation facilities inevitable unless 
the people are to accept a freezing of progress and economic expansion. 
In short, such regional monopolies in the basic industry, whose ten- 
tacles reach out into all industry and trade, would have power exceed- 
ing that which the government itself can exercise. 


Johnston Calls It “Smear Campaign” 


“The. railroads apparently are the target of a new phase 
of the smear campaign of the antitrust prosecutors,” said C. E. 
Johnston, chairman of the Western Association. of Railway 
Executives, commenting on charges made by Wendell Berge, 
director of the antitrust division of the Department of Justice, 
in a speech at Kansas City on August 7. 

“The procedures which Berge claims are violations of the 
Sherman antitrust act for the most part have been in effect for 
many years. They have been necessary for the efficient opera- 
tion of the railroads, and essential to the development of in- 
dustry and agriculture. Some of them are necessary in order 
to comply with the provisions of the interstate commerce act. 

“All of Berge’s charges have been aired before Congres- 
sional committees and the railroads already have spent much 
precious time and effort in refuting them. 

“The railroad industry is the most rigidly regulated busi- 
ness in America. Virtually every.important act of a railroad 
is subject to approval of the Interstate Commerce Commission. 
Yet the antitrust division prosecutors would have the public 
believe the railroads are flagrant violators of the law. 

“The harassment by the Justice Department has been in 
sharp contrast to the cooperation the railways have received 
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from the Executive, the War and the Navy Departments, the 
Office of Defense Transportation and other government agen- 
cies, which have been of vital assistance to the railroads in 
moving the unprecedented wartime traffic.” 


Biddle Promises Action on Commissioner Agreement 


The Department of Justice was preparing to bring an anti- 
trust action against western railroads. Attorney General Biddle, 
speaking extemporaneously, said in an address August 9 at 
Spokane, Wash., before the Spokane Bar Association. The 
action, it was learned in Washington, would involve alleged 
developments growing out of the “western agreement” estab- 
lished in 1932 by railroads operating. west of the Mississippi 
River. Assistant Attorney General Berge, in his address at 
Kansas City, in referring to activities of the “western commis- 
sioner” gave examples of “a general program to eliminate 
competition and to keep out improvements.” 

Testifying in May, 1943, before the Senate interstate com- 
merce committee on the “‘western agreement,” Joseph H. Hays, 
counsel for the Western Association of Railway Executives, 
said that notice of cancellation of the commissioner plan agree- 
ment had been filed with the Commission and that the agree- 
ment had been inoperative for some time. He said regulations 
promulgated by the Commission pursuant to W. B. P. cer- 
tificate No. 44, covering joint action by common carriers through 
rate bureaus and rate conferences, superseded the “western 
agreement” (see Traffic World, May 29, 1943, p. 1275). 


Sims Replies 


H. M. Sims, director of public relations of the Western Asso- 
ciation of Railway Executives, Chicago, said the Attorney Gen- 
eral’s charges were “simply a smear that is being perpetuated 
by the anti-trust division of the Department of Justice for politi- 
cal reasons.” ; 

“Any freight rates that have been challenged are in opera- 
tion in the United States only because the Interstate Commerce 
Commission, after full hearings and with the advice of their 
own rate experts, has held they are not discriminatory,” he 
said. 

“The commissioner agreement, to which Mr. Biddle refers, 
was initiated by the western railroads following a decision by 
the Interstate Commerce Commission in the depression era 
directing the railroads to eliminate what it termed ‘competitive 
waste.’ 

“Following the decision, western railroads agreed on a plan 
by which a commissioner was selected to mediate on competi- 
tive practices. His decisions were not binding on any party, 
but were to be accepted as considered recommendations. 

“When the Justice Department first contended that the 
commissioner agreement was in violation of the Sherman anti- 
trust act it was dissolved by the western railroads and has not 
been in effect for several months. 

_ “The only offense of the western railroads, if any, has been 
their efforts to comply with the interstate commerce act.” 


Statement by Ralph Budd 


Ralph Budd, president, Chicago, Burlington and Quincy, 
who was transportation commissioner on the advisory commis- 
sion to the Council for National Defense in pre-Pearl Harbor 
days, denied Attorney General Biddle’s statement that the west- 
ern railroads had a commissioner with the powers of a “czar- 
like boss.” 

“If there were such a tough individual and he was respon- 
sible for the notable war job performed by the western rail- 
roads,” said Mr. Budd, ‘‘the country should hunt him up and 
present him with the biggest bouquet of flowers obtainable in- 
stead of seeking to prosecute him. 

“But of course there is no such person, except in Biddle’s 
mind. The western railroads have an organization to discuss 
mutual problems. It is the Western Association of Railway 
Executives. C. E. Johnston is chairman. But Mr. Johnston has 
no say over the railroads and merely presides, when he is in 
Chicago, at meetings to discuss traffic and other problems.” 


Shafer Defends Railroads 


G. H. Shafer, general traffic manager, Weyerhaeuser Sales 
Company, St. Paul, speaking as president of the National Asso- 
ciation of Shippers Advisory Boards, August 11, denied the 
charges of both Attorney General Biddle and Assistant Attorney 
General Berge. 

The railroads have, for over fifty years, been under the 
“strict supervision” of the Commission, he said, a body in which 
both the railroads and the shippers had “implicit confidence.” 

“Not only have the operating practices been under close 
supervision by the Commission,” said he, “but their rate-making 
machinery has even received greater attention by that honor- 
able body. It is difficult to conceive therefore how the Attorney 
General can arrive at the conclusion that the railroads have been 
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‘riding rough shod’ over the laws of the United States and have 
been indulging in the unlawful practices alleged. Is it not 
strange that these practices have not been discovered before? 
Certainly no industry has measured up to its wartime responsi- 
bilities better than the rail carriers—thus, reflecting the progress 
made since they were released from government operation which 
wrecked them during the last war. 

“Contacts with responsible and informed shippers in every 
section of the United States convinces me that the Attorney 
General will get little or no help from them in his campaign 
against the railroads. The shippers are content to rely upon the 
fair and impartial decisions of the Interstate Commerce Com- 
mission handed down after full and complete hearings at which 
all parties have had an opportunity to present evidence. Are 
we to abandon the legal procedure followed by the Commission, 
which is an arm of congress, for the methods employed by the 
Attorney General whose record is none too good in the handling 
of important national matters? Are we now to engage in a 
political witch hunt directed against such an outstanding exam- 
ple of private management as the railroads? In addition to the 
setting of class against class, are we to now have a responsible 
official of the government tour the nation making speeches de- 
signed to set one section of the country against another?” 


Connors to Succeed McCarthy 


Henry F. McCarthy, assistant director of the Office of 
Defense Transportation, in charge of the Division of Railway 
Transport, has resigned and will be succeeded by Edward J. 
Connors, on leave from the position of operating vice president, 
of the Union Pacific Railroad, according to an O. D. T. an- 
nouncement. 

Mr. McCarthy, who has been with the O. D. T. since Janu- 
ary, 1942, has been on leave from the Boston & Maine and 
Maine Central railroads for which he is passenger traffic man- 
ager. His headquarters will be in Boston. 

Originally Mr. McCarthy was in charge of the division of 
traffic movement for the O. D. T. He was placed in charge of 
all railroad operations last May. 

In an exchange of letters between Mr. McCarthy and Di- 
rector Johnson, of the O. D. T., Mr. McCarthy stated: 


The railroads have a war job which is as yet unfinished ...a 
return to my former activity is indicated. My company and I have 
reviewed this subject several times with Mr. Eastman (O. D. T. Director 
until his death in March) and with you in the months past. The concern 
I had about departure was based on fear that my action would be con- 
strued as a sign that one of the Office of Defense Transportation’s 
original men thought that there was an end to transport difficulty. The 
continuing military problems in Europe and the intensified activity in 
the Pacific will not permit any easing in the transportation situation. 
The caliber of my successor should deny any false interpretation. 


Director Johnson wrote Mr. McCarthy that “it is with 
great reluctance that I accept your resignation. I put so high 
a value on your ability and services that I placed you in charge 
of all railroad matters and the wisdom of that decision was 
more than proved, for you have been able, with less than half 
the personnel, to maintain the same steady control as before.” 

The resignation will become effective on September 1. 

The new assistant director, Edward J. Connors, is vice 
president in charge of operations of the Union Pacific Railroad, 
at Omaha, Nebraska. Since last May he has been director of 
the O. D. T.’s division of transport personnel. Mr. Connors 
served in the operating department of the New York Central 
Railroad from 1907 to 1918. He was with the United States 
Railroad Administration from 1918 to 1920, and with the United 
States Railroad Labor Board until 1923, since which time he 
has been with the Union Pacific Railroad. 

The O. D. T. said that Mr. Connors would continue to 
serve as director of the O. D. T. division of transport personnel, 
but that, later, assistants might be appointed, each reporting 
to Mr. Connors for one O. D. T. division. 





“BUY FUEL OIL NOW,” O. D. T. ADVICE 


Director Johnson, of the Office of Defense Transportation, 
has advised householders, apartment and building owners and 
all others needing fuel oil for the coming fall and winter 
months to lay in a supply now “while deliveries can still be 
made.” He said that transportation of military supplies must 
and would come first, and that this meant that civilians who 
delayed placing of their orders for fuel oil might find that de- 
liveries could not be made because tank cars and tank trucks 
were tied up in handling military requirements. 


CALIFORNIA POTATO MOVEMENT 

A field report to the Office of Defense Transportation says 
thet the movement of potatoes from Kern county, including 
Staiions in adjoining Tulare county, in California, was com- 
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pleted in a period of ten days without a car shortage at any 
time. It said the railroads had moved 25,860 carloads, an 
increase of 6,457 over the previous season. The report said 
that 2,235,561 sacks had been moved by truck, an increase of 
1,138,129 sacks over the 1943 season. 


OVERWEIGHT TRUCK HAULS IN INDIANA 


Director Johnson, of the Office of Defense Transportation, 
has announced that the state of Indiana has complied with an 
O. D. T. request that the state permit overweight truck hauls of 
industrial alcohol from storage points to the synthetic rubber 
plant at Louisville, Ky., in the August ‘alcohol holiday” period. 
He said that, since Kentucky distilleries were not producing 
beverages, it had become necessary to move supplies for the 
synthetic ruber plant from storage at Lawrenceville, Ill., and 
Zionsville and Indianapolis, Ind., to Louisville. The Indiana 
Highway Commission, Director Johnson said, had agreed to 
issue special 30-day permits for overweight hauls. In a letter to 
Chairman Hadden, of the state commission, the O. D. T. director 
expressed gratitude for “your fine cooperation.” 





0. D. T. ADMINISTRATIVE ORDER 

Effective August 4, Guy A. Richardson, assistant director 
of the Office of Defense Transportation, in charge of the 
O. D. T.’s highway transport department, has issued supple- 
mentary administrative order O. D. T. 18-1. It delegated to 
E. T. Longenecker, director, property operations division of 
the O. D. T., the authority necessary to administer O. D. T. 
orders dealing with the transportation of dairy products; the 
transportation of farm products; industry transportation plans; 
and the transportation of livestock, subject to the supervision 
of Mr. Richardson. 


TRACK SCALE WEIGHING 


The Commission, division 3, by service order No. 223, effec- 
tive August 7, has forbidden the weighing of shipments of 
sand, gravel, or aggregates, in carloads, originating at South 
Bend, Neb., and destined to Army Air Base, Woodlawn, Neb., 
for use on government construction, except that a representa- 
tive number of cars, not to exceed 15 per cent of those shipped, 
may be weighed to obtain average weights. The order sus- 
pended the operation of all tariff rules or regulations in so 
far as they conflicted with its provisions, and required the 
railroads to publish supplements to each affected tariff announc- 
ing the suspension of such provisions. 


Oo. D. T. APPEAL DECISIONS 


Director Johnson, of the Office of Defense Transportation, 
has issued his appeal decision No. 20, affirming the action of 
the district manager for Mobile, Ala., district office of the 
O. D. T. in denying an application by Stewart Coffee Co., of 
Memphis, Tenn., for approval of an inauguration of service as 
a private motor carrier of property. The applicant, a whole- 
sale grocer, it was shown, shipped various foods to Pensacola, 
Fla., by rail, and now proposed to distribute the commodities 
from its own warehouse at Pensacola by its own truck to ship’s 
service departments nearby, whereas previously they had been 
distributed by navy trucks to those departments. 

Director Johnson also has issued his appeal decision No. 
21, reversing the action of the O. D. T. district manager at 
Montgomery, Ala., is denying an application by J. E. Clark, 
of Geneva, Ala., for a special permit authorizing operation of 
an additional taxicab. Director Johnson said, in effect, that the 
evidence showed there was a need for the additional cab serv- 
ice and that the permit should be issued. 


CAR WEIGHING ORDER VACATED 
By service order No. 157-A, the Commission, division 3, 
has vacated service order No. 157, which prohibited the Sea- 
board Air Line from weighing carloads of lime rock from Buda 
to Starke, Fla., (Camp Blanding). The order was vacated as of 
August 10. 


MOTOR CONSERVATION 


One-hundred and fifty-four taxicab operators are now par- 
ticipating in joint action plans under the conservation policies 
of the Office of Defense Transportation, according to the O.D.T. 

“The number of participant groups in this phase of the 
O.D.T. conservation program was increased by 51 during the 
second quarter of 1944,” said C. B. Caldwell, chief of the taxi- 
cab section, highway transport department. “Savings of more 
than 7,450,000 rubber-tired vehicle miles annually are antici- 
pated by these operators under their joint action plans. Total 
savings in excess of 44,600,000 miles are indicated by 103 esti- 
mates from among the 154 taxicab operators.” 

The Office of Defense Transportation has announced that 
delivery trucks in the baking industry are operating with 73 
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per cent greater efficiency than before the war largely as a 
result of the industry’s compliance with the O. D. T. conserva- 
tion program. 

Surveys made by the American Bakers Association, it said, 
showed that trucks used in the industry traveled 1,715,729,460 
miles in 1941 while the total mileage in 1943 was 1,252,482,506, 
a reduction of 463,246,954 miles in two years, and that the 
trucks in 1943 delivered a tonnage 26.5 per cent greater than 
that of 1941. It added that the decrease in truck mileage 
coupled with the increase in tonnage handled indicated an 
increase of 73 per cent in average poundage delivered a mile 
traveled. 

The O. D. T. has issued supp. order O. D. T. 3, Rev. 12, 
amendment 1, Althauser Express and Van Co. et al., registration 
office at New York, N. Y., for household goods motor carriers; 
special order O. D. T. B-56, Quaker City Bus Co., suspension 
of operations between New York, N. Y., and Boston, Mass.; 
and supp. order O. D. T. 6A-19, amendment 1, common car- 
riers, coordinated operations in Greater Kansas City, Kan. 
and Mo. 


STATE HIGHWAY BARRIERS 


Director Johnson, of the Office of Defense Transportation, 
has written to Brady Gentry, chairman of the Texas Highway 
Department, and to Ben G. Childers, chairman of the Okla- 
homa Highway Commission, to commend those states for lib- 
eralizing their laws controlling tank trucks operating over their 
highways in transporting gasoline to army airfields and petro- 
leum products for essential uses in “a limited war-emergency 
period.” He said this type of cooperation was a fine example 
of the way the states were assisting the O. D. T. in its all-out 
war effort by eliminating state barriers to highway transporta- 
tion. 

The O. D. T. said the two states had modified their re- 
strictions temporarily with the specification that O. D. T., the 
army air forces, and other military authorities designate routes 
over which tank trucks would operate, and that vehicle oper- 
ators were required to obtain special permits from state high- 
way authorities and to carry the permits while in operation. 

“Recent military demands for 100 octane gasoline have 
necessitated a change in the whole pattern of distributing all 
grades of aviation gasoline,” Director Johnson wrote the high- 
way Officials. “Shortage of tank trucks, the acute shortage of 
tires and the demand for tank cars make it imperative that 
maximum use be made of all existing equipment. Present needs 
are without parallel in the war effort to date.” 

Mississippi recently cooperated also with O. D. T. by rais- 
ing the gross weight that might be carried by tank trucks trans- 
porting petroleum products in that state in a three-month 
period, the O. D. T. said. 


Reicing Potato Order 


Effective August 5, the Commission, division 3, has issued 
amendment No. 2 to amended service order No. 200, which 
placed restrictions on the reicing of refrigerator cars loaded 
with potatoes, and prohibited initial icing or reicing of such 
ears originating, in North Carolina, Virginia, West Virginia, 
Maryland, Pennsylvania, Delaware, New Jersey, or New York 
(Long Island only), the restrictions on reicing applying to 
potato shipments originating in states other than those afore- 
mentioned (see Traffic World, June 3, p. 1508). The order was 
amended by adding the following exception to the paragraph 
dealing with shipments originating in states other than those 
aforementioned: 


Exception: Bunkers may be filled for the first or initial icing, 
except on refrigerator cars originating in Quay, Curry and Roosevelt 
counties, N. M., or in the Hereford District of the Texas Panhandle 
(Cochran, Hockley, Lubbock, Crosby, Dickens, King counties and 
north thereof), the first or initial icing shall be limited to the amount 
of ice that will fill each bunker to not more than three-fourths of 
that bunker’s capacity. 


By amended general permit No. 14 under service order No. 
200, Director Clinger, of the Commission’s Bureau of Service 
has granted permission to the railroads to accord one reicing 
with only so much as is necessary to bring the ice in each 
bunker up to, but not above, three-fourths of that bunker’s 
capacity on any refrigerator car loaded with potatoes originat- 
ing in the aforementioned counties in the Texas Panhandle. It 
said the reicing might be accorded at stations designated by 
shippers, or at carriers’ option, at the first station on either 
side of such designated station. The permit was made effective 
from August 5, to expire September 15, and to apply to cars 
billed or rolling on or after the effective date. 

By amended general permit No. 15, under service order 
No. 200, effective from August 5 to September 15, permission 
was granted railroads to reice up to three-fourths of bunker 
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capacity any refrigerator car loaded with potatoes originating 
at points in Quay, Curry and Roosevelt counties, N. M., with 
the same provision as to according icing at stations designated 
by shippers or stations on either side of such designated sta- 
tions, at the carriers’ option. 

Waybills are to refer to the general permits. 


GRAIN SERVICE ORDER 

By amendment No. 20 to service order No. 80, under which 
the Commission appointed individuals as its agents for the 
movement of grain in designated markets, the Commission, 
division 3, appointed F. R. Houlton, of the Denver Grain Ex- 
change Association, as its agent to issue permits for the move- 
ment of grain under the order at the Denver market. Mr. 
Houlton was appointed in lieu of H. G. Mundhenk, whose ap- 


pointment was vacated. The amendment was made effective 
August 10. 


SHINGLE SERVICE ORDER 


By an amendment to service order No. 221, effective 
August 5, which authorized the furnishing, when available, of 
one box car of less than 40 feet 6 inches in length in lieu of 
each car of that length or longer ordered by a shipper or 
consignee for loading cedar shingles in straight carload ship- 
ments in Oregon or Washington (see Traffic World, Aug. 5), 
the Commission, division 3, has required that the rates to be 
applied shall be the tariff rates on cedar shingles in connec- 
tion with the tariff minimum weight of 34,000 pounds now 
provided when cars are loaded to full visible capacity. The 
original order called for rates on a 36,000-pound minimum. 


Truck Tire Shortage 


“A supplemental large truck and bus tire quota of 25,000 
has been authorized by the Rubber Director for August ration- 
ing,” the Office of Price Administration said August 10. 

“The additional tires of size 8.25 and larger will bring the 
August quota of these tires to a total of 85,000. However, this 
is still far short of the 165,000 large tires which the Office of 
Defense Transportation estimates are needed for replacement 
monthly during July, August and September. 

_ “Additional quotas have already been certified to O. P. A. 
district offices for rationing under the August 1 Emergency 
Panel Plan as a result of the supplemental allocation.” 

Source of the additional tires, the Office of Rubber Director 
advised O. P. A., was slightly increased production. 


HOUSEHOLD CARRIERS’ TIRE RATING 
The Household Goods Carriers Conference of the American 
Trucking Associations, Inc., has submitted to Edward Brown- 
ing, Jr., director of the Bureau of Stock Piling and Transporta- 


tion of the War Production Board, notice of appeal with respect | 


to the priority rating of essential motor vehicle services pro- 
viding under the public utilities classification an essentiality 
rating of Class 3 for intercity and local carriers of household 
goods. 
extended to all other common carriers of property and to 
many private transportation activities.” The O. P. A. is guided 
by the priority ratings in allocating large size tires to operators 
(see Traffic World, July 29, p. 279). 


Truck-Trailer Production 


Asked to consider methods for providing equitable distribu- 
tion of large size truck and trailer tires, now in short supply, 
the trailer and truck tank manufacturers industry advisory 
committee of the War Production Board has recommended that 
the board limit by directive the number of tires which any 
manufacturer may deliver as original equipment with a new 
trailer, the W. P. B. has reported. 

The committee also has recommended that W. P. B. re- 
allocate trailers where a trailer manufacturer fails to make a 
request for his controlled materials allotment and fails to place 
his purchase orders for materials and components within 90 
days from the receipt of his allocation. Under the proposal, the 
trailers then would be reallocated:to other manufacturers ready 
to go ahead with their construction, the W. P. B. says. Approv- 
ing present tank trailer rationing procedure, the committee 
recommended that rationing continue on the present make and 
gallonage basis. Continuing, the W. P. B. said: 


Another W. P. B. automotive division advisory committee, repre- 
senting the body manufacturing industry, has recommended that the 
army be asked to sponsor construction of a complete aluminum proto- 
type body. The recommendation was made after a discussion of the 
possibility of saving lumber and steel by using more aluminum. 

This committee also urged that restrictions on the use of steel in 
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certain truck bodies be tightened in view of the scarcity of steel and 
lumber which is used in conjunction with the metal. 

At the trailer meeting, automotive division officials presented a 
summary Of the July 17 program of allocations to producers of tank 
trailers using proto-type trailers. 


Among plans under consideration by the War Production 
Board to alleviate the replacement tire shortage at the expense 
of the original tire equipment supply, according to the Truck- 
Trailer Manufacturers Association, Inc., of Washington, D. C., 
is a proposal to issue a directive to the trailer manufacturers 
to the effect that all trailers sold and delivered after a certain 
date, and until further notice, shall have only two tires for 
each axle. 

“The effect of this action, if taken,” the association said, 
“would be to protect the production schedule, but to produce 
a number of unusable and probably unsalable trailers.” 

Truck trailer manufacturers would receive one-third fewer 
tires in the third quarter of this year than previously had been 
authorized by the War Production Board, it was announced at 
a monthly meeting of the W. P. B. production consultants com- 
mittee for the trailer manufacturing industry at the Stevens 
Hotel, Chicago, August 7. David Calhoun, production consul- 
tant on truck trailers, automotive division, W. P. B. presided. 
W. P. B. officials emphasized that the reduction of previously 
announced allotments did not apply on tires for trailers for 
the armed forces, but only on tires needed to equip trailers 
for civilian use. 


TRUCK TRAILER PROGRAM 


Allocations of general freight trailer construction to 80 
American manufacturers under the trailer program for the 
first half of 1945 established last month, were announced August 
10 by the War Production Board. 

The program as announced calls for the construction of 
14,466 trailers, of which 11,248 will be general freights, 263 
lowbeds, 1,570 poles, 130 milk tanks, 625 petroleum tanks, 375 
off highway and 255 miscellaneous. 

The general freight trailers to be produced under the allo- 
cations announced will be for the Office of Defense Transpor- 
tation, Canada (civilian), Foreign Economic Administration 
and Maritime Commission. 

Manufacturers to whom allocations have been made have 
been notified that since material has been appropriated for the 
manufacture of the trailers authorized under the program, ap- 
plications (CMP-4A) for controlled materials must be filed 
within 30 days from the date of the authorizations. Orders for 
materials and components required for production must be filed 
within 30 days of the C. M. P. approved applications. 

Officials of the W. P. B. automotive division said that fail- 
ure to file these applications and place orders for material and 
components would be taken as an indication that the manufac- 
turer did not intend to produce according to the authorizations. 
In such cases, they said, it might be necessary to withdraw the 
authorizations and re-allocate the trailers to other producers. 


ALLOCATION OF TRUCKS 


Civilian users of medium and heavy trucks had a total of 
26,669 vehicles made available to them in the first five months 
of 1944, according to the Bureau of the Census, Department of 
Commerce. This was more than twenty times the number allo- 
cated for non-military operation in the comparable period in 
1943, when only 1,167 were produced for sale to civilians. 

Reports from 37 companies, covering the entire production 
of motor trucks and truck tractors, showed an increase of ap- 
proximately 8 per cent for the first five months of 1944 over 
the same period of 1943, said the bureau, adding: 


In 1943, military services claimed almost the entire output, including 
all of the light trucks. Production for civilian use is under a program 
providing, for the first half of 1944, that approximately 80 per cent of 
the mediums and 95 per cent of the heavies be allotted to the Office of 
Defense Transportation for essential domestic transportation. Foreign 
Economic Administration’s share for export is 20 per cent of the 
medium and one-half of the 1 per cent of the heavies. Canada and 
the Maritime Commission requirements, together with off-highway vehi- 
cles, account for the remainder. 

The largest increase in output has been in medium trucks. Heavy 
trucks also show a substantial increase, and only in light trucks, all of 
which are assigned to the military services, has there been cut in 
production. Military classification includes those procured by army, 
navy, Aircraft Resources Control Office,*“Canada and Treasury for mili- 
tary use; civilian classification includes those produced for civilian use 
under War Production Board limitation orders. 


CHANGES IN DOCKET 
Hearing in MC 105122, assigned for August 10, at Corpus Christi, 
Tex., was postponed to a date to be fixed. 
Hearing in MC 18008 Sub 2, assigned for August 11, at Philadel- 
Phis, Pa., was postponed to September 21, at Gimble Bldg:, Philadel- 
Phia, Pa., before Examiner Cave. 
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Midwest Truck Strike 


Truck Drivers in Fourteen States Tie Up Highway Traffic 


in Wage Dispute—Government Take-Over Imminent 


Approximately 25,000 truck drivers, members of the In- 

ternational Brotherhood of Teamsters, A. F. of L., and 
employed by several hundred motor carriers operating west 
of the Mississippi River in Minnesota, the Dakotas, Iowa, 
Nebraska, Kansas, and Missouri, quit work beginning the 
evening of August 4 in what their leaders called a “wildcat” 
strike. The strike, whether called formally or not, had pended 
since the Midwest Operators Association, representing a few 
more than a hundred of the key motor carriers in the region, 
refused to abide by the terms of a National War Labor Board 
directive issued last February, in which the board held that 
the drivers should receive wage increases of .3 of a cent a 
mile and 7 cents an hour. Other operators, not association 
members, have followed along with the association. 

Press reports quoted Attorney General Biddle as saying, 
at Seattle, Wash., August 10, that he expected the government 
to take control of the midwest operators’ facilities “at any 
moment.” Spokesmen for government agencies and the truckers 
said they believed the O. D. T. would receive instructions to 
take control Sunday night, August 13. 

The strike originated at Minneapolis, spread the next day 
to Iowa and to Omaha, Neb., and by August 7 most operators 
in the region, and all those operating between Chicago and the 
Twin Cities and between Chicago and Omaha, had stopped 
operating except to handle government freight specifically desig- 
nated as “urgent” by U. S. Army transportation corps officers, 
who set up headquarters in Office of Defense Transportation 
district offices in key cities. Major Alex Baxter, of the Army 
fifth transportation zone at Chicago, said that some operators 
failed to make their facilities available even to handle emer- 
gency shipments for the military forces. 

Both the drivers and the operators appeared to hope for 
the earliest possible intervention by the government—the 
drivers seeking an order under which the Army would take 
control of company facilities and the operators seeking relief 
from the Office of Economic Stabilization in the form either 
of increased rates or government subsidy. 

Dexter Lewis, director of the Central States Drivers Coun- 
cil, wage bargaining unit for I. B. T. members in twelve 
mid-western states, including those mentioned above and IIli- 
nois, Indiana, Wisconsin, Michigan, and Ohio, said the morning 
of August 7 that neither the council nor any of its members 
had authorized the strike. He said his office had been closed 
over the weekend, that all he knew of the strike was what 
he had read in the newspapers or heard over the radio, and 
that he was trying to get in touch with local union leaders to 
find out something about it. Later in the day he said the 
drivers would be told to return to their jobs at once, but, 
as the week went along, he and other I. B. T. officials declared 
that the strikers could not be induced to return to work. It 
was learned, however, that Sidney Brennan, Minneapolis, and 
Sam Winsky, Omaha, both council members, had been active 
in instigating the strike in their respective cities. 


Conferences in Washington 


William Wilson, Sioux Falls, S. D., president of the Mid- 
west Operators Association, said August 9, in Washington, 
that the situation did not “look very good,” and that it was 
very doubtful that a solution would be reached. He and Lou 
Hosking, secretary and treasurer of Midwest, conferred several 
times that day with Director Johnson concerning the truckers’ 
need for additional revenues. The conversations touched on the 
matter of subsidies, an O. D. T. spokesman said. The spokes- 
man said he regarded it important that, except at one or two 
middlewestern points, essential traffic was being moved. How- 
ever, he added, it was necessary to move other than essential 
traffic, also. 


Mr. Wilson said that something had to be done to bring 
the carriers’ revenue up so that they could pay the increased 
costs, not only of labor, but of other things. He pointed out 
that tire costs had increased 140 per cent. Labor costs, he said, 
happened to be what had brought the situation to a head. He 
said that the matter of government subsidies for the trucking 
industry had been under discussion for several months. In a 
prepared statement, Mr. Hosking said that failure of the Office 
of Economic Stabilization to provide promised rate relief was 
responsible for the situation. He saw little or no hope that 
operations would be resumed until the government took over 
the industry or provided adequate financial relief for the 
operators. 

An O. D. T. spokesman denied a statement by Mr. Hosking 
that the O. D. T. had agreed with the operators that the truck- 
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ers needed financial aid to meet the wage increase. He said 
Mr. Hosking was referring to the late Mr. Eastman, and that 


no one presently connected with O. D. T. had made such an 
agreement. 


History of the Dispute 


Last April, the Association filed suit in the federal district 
court at Washington, D. C., seeking an injunction to prevent 
enforcement of the labor board’s decision and order, saying 
then that the association members could not afford to meet 
the retroactive feature of the order. That part of the order 
would have made the wage increase effective November 16, 
1943. The operators said at the time the suit was filed that 
the retroactive feature would amount to $200,000 for the 112 
members. The court in May dismissed the suit. 

The board’s order also applied to operators in Ohio and 
to those in Michigan, Wisconsin, Indiana, and Illinois, where 
the principal operators are members of the Central States 
Employers Negotiating Committee. That committee recom- 
mended that its members sign new contracts embodying the 
terms of the board’s order, and about 1,000 such operators 
signed the contracts. Many of those operators have indicated 
they did not approve of the Midwest Association’s refusal to 
abide by the board’s order. The I. B. T. Drivers’ Council in- 
sisted that all companies in the twelve states sign a uniform 
contract, which the companies as a whole have done every two 
years for the past several years. Mr. Lewis said on June 14, 
however, that, for all he knew, the Central States Committee 
and Midwest might be acting together at present to put an end 
to the established method of uniform bargaining in the region. 

The Drivers’ Council in June set. June 30 as the date for 
calling a strike but postponed the strike date after the labor 
board requested the parties to meet at Washington to discuss 
the matter. After a hearing, the board certified the dispute to 
the President about three weeks ago. In doing so, the board 
gave the impression that the case had gone to the White House. 
Actually, however, the matter was sent first to Director Byrnes 
of the Office of War Mobilization. At his office, August 9, it 
was stated that, in line with customary procedure on matters 
of the kind, he had sent the documents in the case to the 
O. D. T. and O. E. S., and that the case had not yet reached 
the President. 


Extent of the Shut-Down 


Midwest Association motor carriers said early this week 
that not even the non-association carriers operating between 
Chicago and the Twin Cities, for example, were carrying freight 
into or out of the strike area. Such carriers, though they had 
signed the contract sought by the union, had shut down in part 
because their drivers had not appeared for work and in part 
because shippers in the strike area would not patronize their 
companies. It was said that chambers of commerce in the 
strike area were supporting the Midwest Association. 

Operators of many Chicago-Kansas City truckers had shut 
down this week, but at least a few remained in service. By 
August 10 the strike had spread to Oklahoma and Colorado. 
Several hundred drivers at Tulsa, members of I. B. T. locals 
not affiliated with the Central States Drivers’ Council, struck 
in a sympathy movement, and some companies operating be- 
tween Chicago and Denver had shut down. Keeshin Motor 
Freight System and one or two other motor carriers operating 
in Iowa continued their operations. Army Transportation Corps 
officers said that, though some operators were not furnishing 
equipment for “urgent” government shipments, most were do- 
ing so, but that it was “a very tight situation’ causing them 
considerable difficulty in getting shipments moved. It was not 
known how much of the government and other freight normally 
moving by the truck lines had been turned over to rail carriers. 





Pennsylvania Truck Strike 


Officers of local unions of the International Brotherhood 
of Teamsters, Chauffeurs, Warehousemen and Helpers of Amer- 
ica at York, Harrisburg and Lancaster, Pa., after having re- 
ceived telegrams from the National War Labor Board calling 
on them to bring to an end immediately a strike of 761 employes 
of Pennsylvania Truck Lines in those three cities, notified the 
W. L. B. that they had attempted to induce the strikers to 
return to work, but did not indicate that their efforts had been 
successful, it was stated at the board, August 8. The strike 
began the morning of August 6. A spokesman for the board 
said a decision of the board’s Trucking Commission granting 
certain wage increases to the employes had been appealed to 
the board, with the complaint that the increases granted were 
not being paid. 

The board, in its telegram to the union locals at York, 
Harrisburg and Lancaster, said that it would take no action on 
the appeal, docketed by it as case No. 111-1844-D, while a 





TRAFFIC WORLD 


“stoppage of work” was in progress. It added that “this stop- 
page of work, therefore, must be terminated immediately.” 

Chairman Davis, of the W. L. B., sent another telegram to 
officers of the teamster unions locals at York, Lancaster and 
Harrisburg, August 10, saying the board was informed the 
strike by members of those locals was continuing in spite of 
the board’s directive that the strike be terminated. 

“It is unjustifiable,” Chairman Davis said in the telegram, 
“that this strike should continue, not only because of its crip- 
pling effect upon transportation ‘and war production, but also 
because of the delay it produces in action on your case now 
before the War Labor Board. The government’s military needs 
at this crucial point in the war in Europe and the far east and 
your union’s no-strike pledge require that this work stoppage 
be ended now. The government has established procedures for 
resolution of labor disputes during war and these procedures 
must be adhered to. If your members return to work immedi- 
ately the board will give prompt consideration to your case, 
If there is not an immediate return to work you will be preju- 
dicing your case still further and action by the board cannot 
be otherwise than seriously delayed. . 

Advice had been received by the board late August 10 from 
officers of the locals at York, Lancaster and Harrisburg that 
the striking employes would return to work the next morning, 
it was stated at the War Labor Board, August 11. 


RICHMOND TRUCK EMPLOYES’ STRIKE 


In an effort to bring about resumption of work by about 
600 over-the-road trucking company employes at Richmond, 
Va., who had gone on strike in protest against alleged delay 
of the National War Labor Board in acting on an appeal of 
the employes’ union to that board from a decision of the 
W. L. B. Trucking Commission, the N. W. L. B. on August 5 
sent telegrams to W. P. Bishop, president of the Richmond 
Labor Council, and to officers of Local No. 592 of the A. F. L. 
teamsters’ union, at Richmond, advising the employes that the 
board could not and would not act on their case while a work 
stoppage was in progress. 

Under the decision of the Trucking Commission, dated 
April 4, wage rates of various classes of employes were in- 
creased by 4 cents an hour, rates for certain intercity trips 
were increased, so-called “layover” periods were shortened, 
overtime pay was increased to $1.00 from $1.15 an hour, and 
“off-mileage’”’ mileage rates were increased. Provision also was 
made for vacations with pay. The rate increases, with certain 
exceptions, were made retroactive to September 1, 1943. 

In its telegram the N. W. L. B. said that the strike was in 
violation of labor’s no-strike pledge to the President and also 
in violation of “the national policy that there shall be no strikes 
for the duration of the war”; that though a strike vote had 
been taken under provisions of the war labor disputes act, 
there was nothing in that act that relieved the union or its 
members of the “moral responsibility” to their nation and to 
the armed forces, and that the board would take no action 
“until and unless normal transportation is resumed.” 


The employes involved in the Richmond truck strike had A 


returned to work August 6, 


it was stated at the War Labor 
Board, August 8. 


Waterway Labor Ruling 


“Recognizing the vital importance of lake and river shipping 
and the peculiar operating factors of the industry, the War Man- 
power Commission has authorized vessel operators and labor 
unions having contracts with certain vessels, to hire male work- 
ers without clearance with the United States Employment Serv- 
ice,” Paul V. McNutt, chairman of the W. M. C., said August 9. 

Such referrals must be, of course, in accordance with the 
policies and regulations of W. M. C., the chairman said. 

Mr. McNutt’s instructions to W. M. C. regional directors 
are that they will be responsible for the periodic review of the 
arrangements from the standpoint of the effective use of man- 
power. This arrangement can be canceled by the chairman of 
W. M. C. at any time if it appears that it is not working in the 
best interest of the war effort. 

Labor unions and vessel operators will continue using the 
facilities of the U. S. E. S. whenever advisable. The U. S. E. S. 
office will refer male workers with previous experience in lake 
or river shipping to vessel operators and the unions when such 
workers apply for employment. Mr. McNutt pointed out that 
frequently interviews with workers seeking employment at the 
U.S. E. S. offices revealed past experience in the river or Great 
Lakes industries. 

“Such workers,” said Mr. McNutt, “can make a great con- 
tribution to the war effort by returning to their former employ- 
ment in this essential activity. We will make every effort to 
encourage them to do so.” 

In spite of the great volume of this year’s tonnage, the 
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largest in the history of the industry, the job of moving it was 
being done, Mr. McNutt pointed out, with no delays attributable 
to manpower shortage. This season’s movement of ore through 
June, he said, had been approximately five million tons greater 
than in the 1943 season; bituminous coal more than seven mil- 
lion tons greater and grain approximately 50 million bushels 
greater. This required, he added, an all-time employment peak 
on Great Lakes vessels of approximately 29,000 seamen. 


Rail Employes’ Status 


Creation of an alliance between railroad patrolmen’s unions 
and other unions in the railroad industry would “inevitably 
destroy the usefulness of these railroad policemen to their 
employer and to the public,” and “‘any action tending to destroy 
the efficiency of a railroad police department must be against 
public policy,” the Union Pacific Railroad and the Ogden Union 
Railway & Depot Co. contended in a brief in Ex Parte No. 72, 
Sub. No. 1, In the Matter of Regulations Concerning the Class 
of Employes and Subordinate Officials to Be Included Within 
the Term ‘“Employe” Under the Railway Labor Act. The rail- 
roads parties to the brief said they had asked the Commission 
to determine that the work of certain men carried on their 
respective pay rolls in specified capacities be defined as work 
not the work of an employe of subordinate official subject to 
the rail labor act (see Traffic World, August 5, p. 328). 

The Union Pacific asks that its special agents, money 
guards, train riders, head watchmen, assistant head watchmen, 
yard watchmen, head guards and guards be found not subject 
to provisions of the railway labor act, and the Ogden Union 
Railway & Depot Co. asks for a similar determination with 
respect to its special agents, depot watchmen, freight house 
watchmen, yard watchmen and guards. 

“As a reason for filing the petitions,” the two railroads 
said in their brief, “it is alleged that the National Council Rail- 
way Patrolmen’s Union is a voluntary association which as- 
sumes to act as a representative of men employed by carriers 
... and that the National Council . . . has invoked the services 
of the National Mediation Board . . . claiming a dispute exists 
among such groups of men styled by the National Council as 
sergeants, patrolmen, guards and watchmen (also special 
agents) involving representation by collective bargaining agent 
under the railway labor act. 

°“The National Council Railway Patrolmen’s Union filed a 
reply (to the petition) asserting . . . that the union has been 
certified by the National Mediation Board as representative of 
the patrolmen and other employes referred to in the petition 
for the purpose of collective bargaining with approximately 
fifty railroads. .. .” 

The two railroad petitioners in their brief limited their 
argument on policy to the contention that the organization of 
special agents and yard watchmen into a union affiliated with 
other railroad unions was contrary to public policy, saying that 
the inclusion of the other groups as employes or subordinate 
officials seemed less objectionable to the management. 

“The special agents, and, to a lesser degree, the yard 
watchmen, are employed not only to prevent but to detect 
crime, not only to prevent but to detect and report rule viola- 
tions by employes,” the railroads said. ‘The free and unem- 
barrassed exercise of these functions is essential to their effi- 
ciency. Association in and allegiance to affiliated unions is 
certain to destroy that efficiency. .. . A special agent or yard 
watchman simply can’t be a ‘good fellow’ with the boys in the 
local lodge on Friday night . . . without being tempted to over- 
look the delinquency of his fellow laborite on Saturday night. 
The interest of the special agent, if he is to be an effective 
servant, must lie with management... . 

“Rule ‘G’ violations will certainly increase if efficient ob- 
servation, investigation, arrest and report of such practice de- 
creases. The decrease is certain for no man can serve two 
masters, and lax enforcement of rules leads to their disregard. 

... Five hundred twenty-three investigations with 92 arrests, 
which include two engineers, two conductors, seven firemen, 
seven switchmen, one yardmaster and two telegraphers, speak 
loudly of the public interest in a strong railroad police depart- 
ment. Any one of these men in control of a transportation 
agency was a potential disaster. .. .” 





RAIL WORKERS’ “JOB INSURANCE” 


Under provisions of S. 2061, the Murray-Kilgore bill for 
payment of postwar unemployment benefits for returned war 
veterans or discharged war industry workers, the Railroad 
Reiirement Board would participate in the administration of the 
so-called “interim placement benefits.” The benefits for “quali- 
fied employes” as defined in the bill would range from $20 a 
Week for an individual with no dependents to $35 a week for 
an individual with three or more dependents. 

The R. R. B., as one of the administering agencies, would 
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receive applications for “interim placement benefits,” and 
would adjudicate such applications in accordance with regula- 
tions prescribed by a ‘Work Administrator” provided for by 
the bill, under terms of the proposed legislation. Benefits cer- 
tified by the R. R. B., though they might exceed the amounts 
that would be payable out of the railroad unemployment insur- 
ance account if the claims had been for benefits under the 
railroad insurance act, would be paid out of the railroad unem- 
ployment insurance account, and the Railroad Retirement Board 
would certify to the Secretary of the Treasury, on the first day 
of the second month of each quarter, for payment into the 
railroad unemployment insurance account, the amiount by which 
the payments of “interim placement benefits’ made on the 
board’s certifications in the preceding quarter exceeded the 
payments that would have been made otherwise out of the 
rail unemployment insurance account. 


Cc. |. O. PLEA FOR N. M. B. AID 


It was learned at the National Mediation Board, August 9, 
that the board had received complaints from the Congress of 
Industrial Organizations that the Pennsylvania Railroad had 
interfered in several ways with efforts by C. I. O. organizers 
to obtain members among shopcraft employes of the Pennsy]l- 
vania. The board, it was said, had advised the C. I. O. that 
unlawful acts by a railroad in connection with efforts of its 
employes to organize might be referred to the courts, under 
provisions of the railway labor act, and that, if the C. I. O. 
wanted to have a conference of some of its officers with the 
board for an explanation of these provisions of the railway 
labor act, the board would arrange such a conference. 

It was stated that that advice to the C. I. O. had been 
“built up,” in reports that had reached the board, to mean 
that the board was granting a hearing to the C. I. O. on its 
complaints. Reports of that sort were not true, it was said. 

The C. I. O. charged, among other things, that the Pennsyl- 
vania was “shifting around” some of the Pennsylvania employes 
who were C. I. O. members to other jobs, it was stated. It 
was recalled that, several years ago, the American Federation 
of Labor attempted to gain the right to represent the Pennsyl- 
vania Railroad shopcraft workers, but that, in an election, it 
failed in that effort, the election being won by the Brotherhood 
of Railway Shopcrafts. 


RAIL EMPLOYMENT 


The total of all employes of Class I steam railways, switch- 
ing and terminal companies excluded, was 1,442,623 in the 
middle of July, 0.29 per cent less than the middle-of-June total, 
but 3.72 per cent more than the corresponding figure for July, 
1943, according to the Commission’s Bureau of Transport Eco- 
nomics and Statistics. The bureau’s index showing relative fig- 
ures, month by month, with the employment average for the 
years 1935 through 1939 representing 100 for purposes of com- 
parison, indicated that the July, 1944, index figure, adjusted for 
seasonal variation, was 138.4, as against 139.9 in July and a 
peak of 140.6 in March and April of this year. 

Comprising the July employment total, according to classes 
of employes, with the increases or decreases as compared with 
the preceding month, were the following: executives, officials 
and staff asssistants, 14,624. increase of 0.32 per cent; profes- 
sional, clerical and general, 231,912, increase of 0.57 per cent; 
maintenance of way and structures, 314,610, decrease of 1.25 per 
cent; maintenance of equipment and stores, 393,145, decrease 
of 0.37 per cent; transportation (other than train. engine and 
yard), 169,758, increase of 0.45 per cent; transportation (yard- 
masters, switch-tenders and hostlers), 18,232, increase of 0.78 
per cent, and transportation (train and engine service), 300,342, 
decrease of 0.36 per cent. 


FREIGHT CAR REPORT 


U. S. railroads reported a daily average surplus of 13,548 
freight cars, and a daily average shortage of 2,430 freight cars, 
for the week ended August 5, according to the car service divi- 
sion of the Association of American Railroads. 

The surplus was made up as follows: Plain box, 2,643; auto 
box, 106; flat, 107; gondola, 1,851; hopper, 1,183; and miscel- 
laneous, 7,655. 

The shortage was made up as follows: Plain box, 2,079; 
auto box, 58; flat, 175; gondola, 64, and hopper, 54. 





COMPARATIVE RAIL STATISTICS 


The Commission has issued statement No. 44200, Com- 
parative Statement of Railway Operating Statistics of indi- 
vidual Class I steam railways, for the years 1943 and 1942, 
prepared by the Commission’s Bureau of Transport Economics 
and Statistics. In an explanatory statement, the Commission 
said the selection of items was the same as that published in 
the prior year, but differed from that of corresponding issues 
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for the years 1937-1941 to permit of earlier publication and to 
reduce the expense of compilation and printing. 

The individual railroads are shown by regions. For the 
United States, total operating revenues were shown as $9,054,- 
724,379 for 1943, and $7,466,227,054 for 1942. Operating ex- 
penses were shown as $5,657,461,273 for 1943, and $4,601,463,051 
for 1942. Federal income tax accruals for the two years were, 
respectively, $1,335,064,988 and $755,373,016, with net income 
shown as $873,797,503 for 1943, and $903,778,458 for 1942. 


The statement is for sale by the Government Printing 
Office, Washington, D. C. 


Transport Statistics Comment 


The monthly comment on transportation statistics, prepared 
by the Commission’s Bureau of Transport Economics and Sta- 
tistics, issued August 7, says that rail freight revenue for June 
continued at approximately the same level as for the preceding 
three months. It explains the “relatively high” 6.6 per cent in- 
crease over the same month of last year in part by the low 
freight revenue for June, 1943, resulting from the interruption 
of coal mining. 

Referring to a chart of operating expenses of Class I steam 
railways, the bureau said that maintenance charges were shown 
to have expanded more rapidly than the transportation expenses 
since 1941, and added that, in this connection, it was of interest 
to note that 1941 was a year of adequate maintenance in rela- 
tion to the traffic of that year. It continued: 


With larger revenues, the prospect of increasing traffic, and as yet 
no acute shortage of materials and labor, the managements had the 
incentive in 1941 to spend what was necessary, and much deferred 
maintenance of equipment from prior years was made up. However, 
comparison with ensuing years is made difficult by changes in the prices 
of materials and the rates of wages, greater proportion of overtime, 
scarcity of suitable materials,. greater proportion of inexperienced help, 
and greater difficulty of making repairs with increased train frequency. 

The widening band (in the chart) for depreciation and amortization 
charges means an increase in the amount of funds taken out of revenues 
and made available for additions and betterments, but not for current 
repairs. However, the two are related, since it is possible to make up 
some deferred maintenance by retirements (followed by replacements 
or reduction of debt) as well as by repairs. The entire maintenance 
charges must be considered in appraising the significance of the net 
income reported for any year. 


Under the heading, “Monthly Traffic Fluctuations,” the 
bureau said the extent to which traffic was unequally distributed 
among the months of the year was significant (1) from the 
standpoint of economy in equipment utilization and (2) in deriv- 
ing seasonal factors to use in ascertaining the basic trend of 
traffic from the current monthly figures. The most favorable 
condition, from the standpoint of maximum use of equipment, 
would be to have the traffic distributed equally “per day” 
throughout the year, the bureau said, adding that during the 
war the need for a continuously maximum production tended to 
equalize the traffic, but that in the periods of rapidly rising 
traffic the difference between the early and late months was 
accentuated. It said the net effect of these two opposing influ- 
ences had been toward greater equality, especially in the most 
recent period, as could be shown by comparing deviations of the 
various months from the peak month. Referring to a table, the 





Revenue Freight Loading 


Revenue freight loading the week ended August 5 totaled 
890,458 cars, according to the Association of American Rail- 
roads. This was 20,075 cars or 2.2 per cent below the preceding 
week, 18,325 cars or 2.1 per cent above the corresponding week 


of 1943 and 40,237 cars or 4.7 per cent above the corresponding 
week of 1942. 
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bureau said it showed that in the 1935-39 period the revenue 
ton-miles of October had averaged 33.38 billions and the other 
11 months had averaged 6.90 billions less than this, or 20.6 per 
cent less. But, it pointed out, for 1943 the corresponding per 
cent was 7.8 and for the 12 months’ period ended with April, 
1944, was only 6 per cent. It said that for passenger mlies the 
on cent of deviation from the peak month had declined in less 
egree. 


Referring to another table, the bureau said that a reduction 
in the seasonal swing was clearly shown. The table showed the 
1935-39 median ratio total deviation in freight revenue from 
the moving average taken as 100 to be 77.20, with that for 1943 
as 42.3. The comparable deviations in passenger revenue were 
98.9 and 68.9. It continued: 


The figures indicate a greater reduction in the seasonal swings for 
freight revenue than for passenger revenue. They afford a justification 
for not using the seasonal factors found for a prewar period. In com- 
puting the freight revenue index and passenger revenue index adjusted 
for season shown in these monthly comments heretofore, one-half of the 
prewar swings was arbitrarily assumed to apply at the present time. 
But the index so adjusted must contain a considerable margin of error 
and it seems best to give in the future indices which are adjusted only 
for the varying length of the months. 


Discussing the matter of preponderance of traffic by direc- 
tions, the bureau said that, before the war, in both eastern and 
western districts the preponderance of traffic was eastward (in- 
cluding northward), the lack of balance being more pronounced 
in the east than in the west. The effect of the war, it said, had 
been to accentuate the eastward preponderance in the eastern 
district but to reduce it in the western district. This it pointed 
out, would be the result to be expected from an increased flow 
of traffic from the interior to the Atlantic and Pacific coasts. 
An accompanying table showed the per cent eastbound of the 
total loaded freight car-miles had ranged from 54.8 to 59.4 in 
the western district for the various months of 1939 and 1940, 
and, in the eastern district, from 62 to 64.3. In the western 
district in 1943 and 1944, said the bureau, it was possible to fill 
up westbound empty cars to such extent as to bring the per- 
centage eastbound nearer 50. In the eastern district, it said, the 
percentage was much higher in the various months of 1943-44 
than in 1939-1940, reaching 68.4 in the month of July, 1943. 


After a review of Pullman Co. figures for the first five 
months of the year, the bureau said the effect of the war omthe 
company had been to increase traffic, revenues, taxes, and net 
income (after all charges), with a higher level of dividends. It 
said the investment in physical property had increased moder- 
ately, but that after deduction of accrued depreciation the net 
investment in physical property declined from $90,619,000 in 
1939 to $69,814,000. 

The bureau tabulated federal tax collections on the move- 
ment of traffic, according to releases of the Bureau of Internal 


Revenue, and showed a total of $186,005,157 for the first six 


months of 1944, as against $146,031,129 for the same 1943 period, 
an increase of 27.4 per cent. Transportation of property ac- 


counted for $105,717,659 of the 1944 figure. The bureau said the | 


much larger percentage of increase shown for the transportation 
of property than appeared from railroad reports for the increase 
in freight revenue was explained by the fact that the tax collec- 
tions were small for a few months following the effective date 
of the tax (December 1, 1942). It said that the total for the tax 
on transportation of persons in 1944 reflected in part the old 
rate of 10 per cent and in part the new rate of 15 per cent which, 
it said, did not become effective until April 1. It said there were 
other federal taxes that particularly affected transportation but 
were not laid directly on the movement, citing, in addition to 
the corporation taxes, taxes on the use of motor vehicles and 
boats, on gasoline and lubricating oils, and on production. It 
said that in the first six months of 1944 these additional taxes 
amounted to $201,270,076. 


Revenue Freight Car Loading—Week Ended Saturday Aug. 5 


Grain and Live 
grain-prod. stock Coal 
{ 1944 52,299 15,669 176,116 
RNR REE OIE. os aicinncis.d's.c mencqeis { 1943 57,862 14,161 173,146 
| 1942 41,955 12,123 163,478 
Preceding week July 29.......... 1944 57,409 14,878 180,901 
Per cent increase over............ 1943 10.6 at 
Per cent decrease under.......... 1943 9.6 
Per cent increase over............ 1942 24.7 29.3 eRe 
Per cent decrease under.......... 1942 
(1944 1,539,577 471,037 5,573,624 
Cumulative 32 weeks to Aug. 5.. 41943 1,563,569 426,263 5,132,592 
(1942 1,255,380 370,646 5,106,060 
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August 12, 1944 


Army-Navy L.C.L. Freight 


Traffic Control Division Takes Pride in Work of Consoli- 
dating Stations; Rate Agreement Aids Program 


As a result of recently-effected section 22 agreements be- 
tween the railroads and the War Department, work of the 
consolidating and distributing stations established by the traffic 
control division of the Army Transportation Corps to speed 
up deliveries of 1. c. 1. freight of both the army and the navy 
has been simplified and expedited, according to Major James 
Sloss, chief of the traffic control division’s consolidating and 
distributing agencies branch. 

At a press conference in the War Department’s Pentagon 
Building, Major Sloss said that “we suggested (to the rail- 
roads) that if the railroads gave us a single rate (on con- 
solidated carloads of 1. c. 1. freight) instead of eight or ten 
rates we could save cars.” The railroads acceded to the sug- 
gestion and agreed, under section 22, which permits special 
rate agreements between the government and the railroads, 
to establish an all-commodity rate on the consolidated less- 
carload shipments, based on the average of the charges they 
had collected from the War Department in the past on this 
traffic, he said. He stated that such an all-commodity rate 
had been in effect with respect to these shipments since April 
at the Chicago consolidating station of the army and navy, 
and since June at similar stations in New York City and 
Philadelphia. 


Major Sloss explained that before the all-commodity rate 
arrangement became effective, 1. c. 1. shipments assembled at 
the army-navy consolidating stations for combination into 
carloads, so as to obtain the faster delivery accorded carload 
freight, had to be loaded into separate cars according to the 
classification, or “rate brackets,’’ of the various items. Segre- 
gation of the shipments according to classes or rate levels re- 
quired many man-hours of labor, he pointed out, adding that, 
each day, prior to the effectuation of the all-commodity rates, 
many cars had to be “set back” at each consolidating station 
to await “filling out” with freight of the proper class the 
following day. Thus, he noted, in the absence of the all- 
commodity rate many car-days were wasted and delivery of 
— - the 1. c. 1. shipments of the armed services was re- 
tarded. 


Prefacing the explanation by Major Sloss of the develop- 
ment and operation of the army-navy consolidating and dis- 
tributing stations, embodying the “expedition” principle of com- 
mercial freight forwarder operations, Colonel W. J. William- 
son, chief of the traffic control division, described the build- 
ing up of the consolidated freight operation as “one of the 
outstanding accomplishments of the Transportation Corps.” 
He said the operation had reached its “present successful 
status” through the knowledge of this type of work that had 
been applied by Major Sloss. 


Problem Early in War 


Colonel Williamson said that the Traffic Control Division 
had encountered, early in the war, difficulty in connection with 
l. c. 1. shipments, since there was no way of tracing them in 
the course of rail movements across the country at that time. 

“We didn’t want the 1. c. 1. shipments of the War De- 
partment scattered all over the country with little or no con- 
trol,” he said. 


He told the reporters present that, under the present 
alrangement, with stations at various points for assembling 
and distributing the 1. c. 1. freight from and to points within 
defined areas surrounding the stations, records of the loading 
of individual shipments were kept, so that his office, if it 
wanted to determine the present whereabouts of a particular 
Shipment, could call the proper station and find out, almost 
immediately, where the shipment was and how soon it would 
reach its destination. If necessary, the car containing the 
shipment could be stopped, and the shipment could be removed 
and forwarded by express to its destination, he added. With 
the exception of certain types of shipments, such as explosives, 
perishable foods, or bulk commodities, the consolidating sta- 
tions accepted items ranging in weight from one pound to 
30,000 pounds for assembly into carloads, he said. 


_ “‘We are very proud of this operation,” said Colonel Wil- 
liamson. “It has met a need in the War Department and the 
Tequirements of overseas commanders. It has included some 
of the most important shipments moving in the war effort, 
such as, for instance, vaccines and airplane parts. 

‘We have utilized a much higher percentage of refrigerator 
Cars to the west coast than any commercial forwarder. We 
have gone to extremes in loading refrigerator cars. However, 
there are some physical handicaps in use of such cars; refrig- 
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erator cars doors won’t permit loading of certain types of 
equipment.” 
Tonnage Survey First Step 


Major Sloss, taking up the discussion from that point, 
said that the situation with respect to 1. c. 1. shipments of the 
War Department, in the absence of control of such shipments, 
had been critical, though regulating stations for carload freight 
had been established early in the war. He said Colonel Wil- 
liamson had had the idea of setting up concentration points “to 
obtain the same service on 1. c. l. as on carload freight.” 
Major Sloss said his first job, as a member of the Traffic 
Control Division staff, was to make a survey of tonnage to see 
where the 1. c. 1; shipments were going. He said his survey was 
based on information compiled by the division’s statistical 
unit. He found that the heaviest movement was to the west, 
particularly to California, and that the heaviest concentration 
of War Department 1. c. 1. freight was in Chicago. 

Subsequently, on July 1, 1942, the first of the War De- 
partment’s consolidating stations was established in Chicago, 
and all shipments destined for California and originating in 
the eastern part of the country were sent to that station, while, 
in San Francisco and Los Angeles, Calif., distributing stations 
were set up to perform the “break-bulk” operation and attend 
to the delivery of the various items in the consolidated car- 
loads to their ultimate destinations. The first full carload was 
dispatched from the Chicago consolidating station on July 2, 
1942, “and after that we never missed,” said Major Sloss. 

He noted that this project of the Transportation Corps 
“tied in” with the program for heavier loading of freight cars 
set forth in general order No. 1 of the Office of Defense Trans- 
portation. Success of the operation at Chicago, he said, was 
due largely to success of the War Department in obtaining 
for that station the services of “men who knew their stuff.” 

Relating the growth of the freight consolidation program, 
Major Sloss said that service from Chicago to Utah was estab- 
lished about August 15, 1942; that consolidating stations were 
established in New York City and Philadelphia on September 
15, 1942; that distributing stations in Texas and eastbound serv- 
ice to New York and Philadelphia, mostly as to freight moving 
to eastern ports for overseas shipment, subsequently were put 
in operation, and that in the middle of January, 1943, distribut- 
ing stations were established at Portland, Ore., and Seattle and 
Spokane, Wash. 

Navy Participation 


A major development occurred February 1, 1943, when 
the Navy Department joined in the consolidation and distribu- 
tion service, he said. The Navy had made plans to join in this 
enterprise about two months after the Chicago station was 
opened, he observed. He added that “almost half” of the total 
tonnage now moving through the various consolidating stations 
was Navy tonnage. 

At the present time, Major Sloss said. the principal con- 
solidating stations were in Chicago, New York, Philadelphia, 
San Antonio, Tex., and St. Louis, Mo., the last-named station 
having been opened April 15, 1944, to relieve the Chicago sta- 
tion of some of the volume it handled. He said the St. Louis 
station was “growing fast.” He stated that the average number 
of cars forwarded daily were: 80 at the Chicago station, which 
had a loading capacity of 136 cars and loading facilities for 
about 80 trucks; 35 at the New York City station, which had 
70-car loading capacity; 25 cars at Philadelphia, where the 
station had loading capacity of 56 cars; 20 at St. Louis, an 
five at San Antonio. : 

Principal distributing points at the present time, he said, 
were Spokane, Seattle and Tacoma, Wash.; Portland, Ore., 
Oakland, San Francisco and Los Angeles, Calif., El Paso, Tex., 
and Atlanta, Ga. 

Purposes of Operation 


Major Sloss said the purposes of the freight consolidation 
operation were: (1) to expedite movement of the 1. c. 1. freight; 
(2) to maintain control of such shipments by means of a trac- 
ing system, made possible by the keeping of records at the 
stations; (3) to reduce cost of the transportation, and (4) to 
conserve carrier equipment (a) through heavier loading of 
cars and (b) by the use of motor carriers in assembling and 
distributing the shipments, rather than by the use of rail 
“peddler” cars. 

He said that trucks transporting shipments to a consolidat- 
ing station and from a distributing station served points within 
350 miles of such station. Areas served by each station are 
shown on maps made to designate the boundaries. 

The Army-Navy consolidating stations serve the areas 
where the volume of 1. c. 1. shipments originated is sufficient 
to warrant existence of the stations; in other areas the army’s 
1. c. 1. traffic may be handled by commercial freight forwarders, 
according to Major Sloss. He said that, originally, when for- 
warders were not subject to regulation by the Commission, 
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army regulations prohibited the use of forwarder service for 
transportation of army l. c. 1. freight, because the forwarders’ 
rates were not on file with the General Accounting Office. 

As soon as it was informed of the issuance of service order 
No. 104 by the Commission, permitting the use of two or three 
refrigerator cars in lieu of one box car for loading of west- 
bound freight, so as to reduce empty movement of such cars 
on their return trips to the west coast and thus increase rail 
equipment utilization, the traffic control division realized that 
by making use of refrigerator cars the War Department would 
be doing itself a great service, said Major Sloss. He added 
that the loading of such cars for consolidated 1. c. 1. freight of 
the army and navy to the west coast began in February, 1943. 


Refrigerator Cars for Box Cars 


From January 1, 1943, to June 30, 1944, inclusive, about 
50,000 cars of all types had been consolidated in this program 
of the War Department, he said. Out of that number, he con- 
tinued 34,000 moved to California and Utah, and included in 
the latter figure were 15,139 refrigerator cars, “practically 100 
per cent of which would have gone back empty otherwise.” 
These “reefers,” he added, saved about 6,000 box cars in both 
directions. He computed that, on the basis of an average re- 
turn haul to the west coast of 2,467 miles, the empty car-miles 
saved (in the first half of this year) through the use of refrig- 
erator cars for the army and navy l. c. 1. traffic totaled 37,347,- 
913. The number of such cars used each month had grown 
from 803 in January to 2,123 in June, he said. In July, he 
added, 1,289 “reefers” had been forwarded from the Chicago 
station, about 600 from the New York station, about 250 from 
the Philadelphia station, and about 150 from the St. Louis 
station. The total number of consolidated cars of all kinds 
forwarded in June, he reported, was 4,906, and the freight 
transported in them totaled about 75,000 tons. 

Duties of the traffic control division in Washington, he 
said, included complete technical supervision and control over 
this nationwide consolidated car service, formulation of general 
policies respecting the operation, establishment of uniform oper- 
ating procedures, selection of locations for new consolidating 
and distributing stations, assignment of properly trained per- 
sonnel to the stations, routing of consolidated cars between 
Stations, handling of overs, shorts and damage matters, dis- 
tribution of circulars and other information to the stations in 
the field, and negotiation with carriers for necessary rate ad- 
justments. 

Major Sloss observed that in the various stations the oper- 
ations were mechanized to the greatest extent possible, in view 
of labor shortages, through the use of forklift trucks, ware- 
house tractors, hoists, hydraulic lifts, etc. 


Station Improvements 


The distributing station at Oakland, Calif., was described 
by Major Sloss as “most modern.” He said that station had 
been built by the Santa Fe and leased to the federal govern- 
ment, and that ‘a splendid freighthouse” had also been built 
by the Great Northern at Seattle and leased by that railroad 
to the United States. He noted, too, that the Union Pacific had 
remodeled the freight house at Los Angeles, now used as the 
army-navy distributing station. 

“As the Pacific theatre becomes more active, our work at 
those stations will pick up,’ Major Sloss commented. 


Major Sloss also stated that modern facilities had been 
constructed for the War Department by the Southern Pacific 
at San Antonio and El Paso, while extensive alterations in 
existing properties had been undertaken by the New York Cen- 
tral at Chicago and New York, by the Reading and Alton, 
respectively, at Philadelphia and East St. Louis, and by the 
Western Pacific at San Francisco. 


CONTAINERBOARD PROBLEMS 


“Maximum production of much needed boxboard and con- 
tainerboard—used in fibre boxes and containers—cannot be 
reached without additional labor, price relief and more raw 
materials, the boxboard and containerboard industry advisory 
committees have advised the War Production Board,” the W. 
P. B. paperboard division said August 10, adding: 


The need for increased production of containerboard was stressed 
in view of the evergrowing demands for military and essential civilian 
packaging. 

As allocations of some additional pulp were promised these indus- 
tries, and assurances were given that waste paper collections were 
improving, emphasis was placed on the necessity of securing additional 
workers. 

Production of containerboard is now classed as an essential indus- 
try by the War Manpower Commission, and most mills have been able 
to secure an urgency rating for their labor. Nevertheless, they have 
been unable to maintain an adequate labor force, committeemen said. 
Members of the industry reported that an increase of approximately 
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11 per cent in the number of workers in specific plants would result 
in increasing production of containerboard by about 14 per cent. 

Paperboard division officials advised the industry members that 
these problems were under joint consideration by the War Production 
Board and the War Manpower Commission. 

Questions of higher price ceilings as a factor to increase container. 
board production will have to be taken up directly with the Office of 
Price Administration by firms that show financial hardship in their 
production of paperboard, W. P. B. officials said. 

The committees presented a report to W. P. B., showing the 
factors necessary to increase the production of containerboard and 
stressing particularly the need for additional employes. 


FIBRE SHIPPING CONTAINERS 


Meat packers, formerly permitted an unlimited quota of 
new fibre shipping containers, now may have an unlimited 
quota only if such packaging is in accordance with packaging 
specifications of the fibre shipping container order (L-317), the 
War Production Board has announced. 

Other important changes in the quota restrictions of Order 
L-317, as amended Aug. 4, affected the use of new fibre ship- 
ping containers to pack a wide variety of products, including 
fresh fruits and vegetables, the W. P. B. said, adding: 


L-317, as amended, incorporates these principal features: 

Meat packers receive a schedule of specifications, showing the 
permitted types of new fibre cartons for each meat product. However, 
an alternative is provided so that the packer may, if he prefers, choose 
85 per cent of 1943 carton use for all meat products rather than follow 
the schedule which specifies types. 

Users of cartons may now compute their carton quotas quarterly 
on the basis of 25 per cent of base year rather than 100 per cent of 
usage in the corresponding quarter of the base year, if the user prefers 
the new method. 

Carton quotas may now be combined for all products covered by 
a single product listing in Schedule III of Order L-317. The quotas, 
however, may not be treated interchangeably between separate listings. 


Paper Shipping Sacks 


To assure an adequate supply of paper shipping sacks for 
packaging and for shipping certain essential products and ma- 
terials, restrictions governing the manufacture and use of new 
sacks were promulgated August 8 by the paper division of the 
War Production Board through amendments to Limitation 
Order L-279. 


“Starting with the allocation of kraft pulp, manufacturers 
of paper intended for making shipping sack paper and pro- 
ducers of paper sacks from kraft pulp are required to use such 
pulp for no other purpose,” Burton A. Ford, chief of the paper 
shipping sack section of the paper division, said, adding: 


Amendments to the order also restrict the use of this type of paper 
for purposes other than those listed in Appendix A. That list includes 
many agricultural and chemical products and pigments; minerals and 
building materials, as well as various essential miscellaneous items, all 
of which are packaged for storage and shipment in paper shipping sacks. 

Commercial consumers who used sacks made of shipping-sack paper 
prior to issuance date of the amended order (August 8), may continue 
to use them for such purpose for 45 days. 


Other restrictions cover asphalted paper (asphalt laminated, im- 
pregnated, coated or infused with asphalt or asphalted compounds), 
paraffined and moisture-proof paper when used in paper shipping sacks. 
These materials are used to protect chemically reactive and hygroscopic 
(moisture-absorbing) materials. 


The allowable items listed in Schedule B include a number of min- 
erals, chemicals, foods and seeds, as well as insecticides, fungicides, 
disinfectants, germicides, asphalt and certain hygroscopic types of 
cements. . 

Exceptions in the use of sacks containing these moisture-proof 
sheets are made when shipments are intended for the Armed Services 
or foreign export, and for use by the Foreign Economic Administration 
when shipped empty to the armed forces. 


Handling and Storing Manual 


A new 6-page manual on recommended practice in the han- 
dling and storing of multi-wall paper shipping sacks for the 
packaging of chemicals and allied products has been prepared 
by the Manufacturing Chemists’ Association, which says: 


These handling instructions provide a valuable guide for both 
shippers and consignees on the proper use of these containers. Written 
in language easily understood by the average workman, descriptive text 
is supplemented by 14 illustrations, and deals with such specific opera- 
tions as lifting, carrying and loading of bags on trucks; spot repairs; 
use of overslip bags; exposure to elements; handling equipment (hand 
and platform trucks, skids, pallets, conveyor systems); unloading 
freight cars, auto trucks and vessels; storage; stacking; and methods 
of opening bags. 

Manual Sheet B-1 is the thirty-first in a series of M. C. A. publica- 
tions on standard and recommended practice. It was prepared with the 
cooperation of paper shipping sack manufacturers. Copies may be 
obtained from the M. C. A., 608 Woodward Building, Washington 5, 
D. C., at 15 cents each, with a 10 per cent discount on lots of 10 or more. 
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Air Transportation 





“Pan-Am” Airways Postwar Plans 


In exhibits prepared by it for introduction at a Civil Aero- 
nautics Board hearing September 18 on various applications 
proposing additional air service between the United States and 
points in Central America, South America and the Caribbean 
area (a consolidated proceeding designated at this time as 
“docket No. 525 et al.”), the Pan American Airways System 
has outlined its plans for development, in the years after the 
war, of air transport service between this country and points 
in Latin American areas for which it now holds operating 
authority. 

These plans, according to the “Pan Am” exhibits, include 
proposals for ‘mass transportation for the business man and 
the tourist at low rates unique in air transportation” and for 
sharp reductions in air express rates between points in the 
western hemisphere. 

Pan American Airways said that these proposals consti- 
tuted a “logical development of a program for high-speed ex- 
press service to Latin America with four-engined planes, for 
which Pan American had placed orders 18 months before Pearl 
Harbor.” It said that its program was “not the ultimate in air 
transportation between the United States and Latin America,” 
but that it was “practical” for operation in the early postwar 
period. It added that the aircraft proposed to be operated 
by it were of types that it had been assured would be available 
within a reasonable period after the war. It quoted the fol- 
lowing statement by Juan Trippe, president of Pan American 
World Airways: 


The United States and all the American republics are hoping for 
a large expansion of trade after the war. Any substantial volume 
of trade with our sister nations is impossible without swift, economic 
and adequate transportation. 

The Pan American Airways System before the war had extended 
air service to every capital and important trade center in Latin America. 
Four years of war have naturally retarded our program. Only a 
skeleton service is now available. 

We propose to move boldly ahead in the postwar period, however, 
and to provide mass transportation for the business man and the 
tourist at low rates unique in air transportation. 

We are confident that both trade and travel volume will come, if 
we provide comprehensive air service within the reach of every business 

. and within the means of the average man and woman. 


Pan American suggested that it could effectuate these 


_ with government mail pay of “some 13 cents per revenue 
mile.” 


Illustrative Round-Trip Fares 


_ One-way fares for the proposed Latin American service, 
it said, would average from 3% cents to 5 cents a passenger 
mile, and, after allowance for discounts, would provide average 
net revenue of 4% cents a passenger mile. Particularly low 
fares a mile for long-haul traffic were proposed, it said, adding 
that, illustrative of such fares, there would be round-trip fares 
of $342.90 between New York City and Buenos Aires, $315 
between New York City and Rio de Janeiro, $300.60 between 
Miami and Rio de Janeiro, and $405 between Los Angeles and 
Rio de Janeiro—representing charges of 3.15, 3.17, 3.42 and 
3.15 cents a mile, respectively. 

Pan American said that its proposal would make available 
58,976 seats a year from the United States to Rio de Janeiro, 
as against a total of 8,000 U.S. steamship first-class and airplane 
Seats available before the war. 


Air Cargo Plans 


_ its plans also contemplated the adoption of “new ideas” 
in the field of air cargo, Pan American stated. The rates were 
to be zoned according to distances and classified according to 
Commodities, it said, adding that the average rates were to be 
reduced from 80 cents to 25.4 cents a ton-mile, with rates as 
low as 10 cents a ton-mile on the longest hauls. It estimated 
that the volume of air express would be increased “some 17 
times the 1941 levels.” 

Use of two types of four-engine aircraft and of one type 
of two-engine aircraft was planned, it said. One of the four- 
engine types would be a modified form of the Lockheed Con- 
Stellation, with a capacity of 56 passengers plus baggage, ex- 
press and mail, with a cruising speed of 322 miles an hour, and 
with a range of 1,800 miles. The two-engine type of plane pro- 
Posed to be used would have seating capacity for 24 passengers, 
aYrange of 550 miles and a cruising speed of 226 miles an hour, 
It added. It said its proposed operations in Latin America 
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would total 43,358,628 miles a year, as against a total of 
8,300,000 plane miles in 1941. 


Proposed Air Express Rates 


In a detailed presentation of its plans for handling inter- 
national air express, Pan American said that first-class rates 
would apply to “commodities of relatively high price, with 
definite advantage gained by speed,” that second-class rates 
would apply to items of relatively lower value “which have not 
yet moved in any quantity by air carriage,” and that third- 
class rates would apply to commodities of “little or no intrinsic 
value, but where speed is a factor, such as advertising material 
and magazines.” 

A mileage scale would be used in determination of rates, 
and the highest rate for first-class shipments would be 40 cents 
a ton-mile for the shortest distance in the scale, declining to 
20 cents a ton-mile for movements of 5,000 miles or over, Pan 
American said. The highest rate for second-class shipments, it 
said, would be 25 cents a ton-mile for short-distance hauls, 
declining to 15 cents a ton-mile for hauls of 5,000 miles or more, 
and the highest rate for third-class shipments would be 15 cents 
a ton-mile, declining to 10 cents a ton-mile for hauls of 5,000 
miles or more. It added that there would be a minimum charge 
of one dollar a shipment; that rates would be scaled according 
to zones of 100 miles, and that minimum rates would be 10 
cents a pound on first class, 7 cents a pound on second class, 
and 5 cents a pound on third class shipments. It said that ‘“‘the 
rates are per pound by weight or measurement and apply from 
airport to airport.” 

In one of its exhibits, Pan American listed, on three type- 
written pages, the items that would be rated first class. Items 
described as second class covered two typewritten pages. Com- 
prising the third class list were: Advertising material meeting 
certain specifications; catalogues, magazines, newspapers, period- 
icals, and sheet music. 





Detroit-Memphis Air Service 


Chicago & Southern Airlines, Inc., has obtained authority 
from the Civil Aeronautics Board to extend its route (No. 53) 
between Houston, Tex., and Memphis, Tenn., northward from 
Memphis to Detroit, Mich., via Paducah, Ky., Evansville, In- 
dianapolis, Anderson-Muncie-New Castle, Marion, and Fort 
Wayne, Ind., and Toledo, O., in a decision by the board in No. 
303, Transcontinental & Western Air, Inc., Detroit-Memphis 
Service, and eight applications joined with that proceeding 
The C. & S. application for such authority was docketed as 
No. 429. 

The board also granted authority to Transcontinental & 
Western Air, Inc., to include Terre Haute, Ind., as an inter- 
mediate point on the Indianapolis-St. Louis leg of its trans- 
continental route (No. 2). Such authority was sought by T. W. 
A. in No. 460. 

Public convenience and necessity, the board concluded, did 
not require air transportation between Detroit and St. Louis; 
between Cleveland, O., and St. Louis; between Cleveland and 
Memphis; between Detroit-Cleveland and Omaha, Neb., or be- 
tween Kansas City, Mo., and St. Louis. It therefore denied an 
application of Chicago & Southern, in No. 427, for a Detroit- 
St. Louis and a St. Louis-Cleveland route; an application of 
Amercan Airlines, Inc., in No. 1119, and an application of Mid- 
Continent Airlines, Inc., in No. 988, for similar authority; an 
application of United Air Lines, Inc., in No. 1080, for a route 
between Detroit-Cleveland and Omaha, and an application of 
Mid-Continent, in No. 1052, for a route between St. Louis and 
Kansas City. Eastern Air Lines, Inc., in No. 591, sought oper- 
ating rights between Memphis and Detroit such as the board 
granted to Chicago & Southern. 


Reasons for Choice of C. & S. 


In concluding that the operating authority between Detroit 
and Memphis should go to Chicago & Southern, the board said: 


While the operation of a direct service between Memphis and Detroit 
by Chicago & Southern is likely to divert some part of the traffic which 
previously moved between these points via Cincinnati or via Chicago, 
the adverse effect on the other carriers of such operation by Chicago & 
Southern would be considerably less than would a similar operation by 
Eastern. KFurthermore, in addition to serving Memphis and Detroit, 
operation of the route by Chicago & Southern would make possible a 
one-company service between Detroit and New Orleans and between 
Detroit and Shreveport and Houston. By affording direct connecting 
service at New Orleans for international traffic it would constitute an 
important segment of an international north-south route extending: from 
Canada to Mexico and to Central and South America. 

Grant of authorization to Eastern to operate between Memphis and 
Detroit would enable that company to operate a single-company service 
between Memphis and Washington and New York as well as between 
Detroit and Atlanta and other points in the southeastern states. Eastern 
could also operate between Memphis and Chicago via Indianapolis in 
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competition with Chicago & Southern’s service between these points. 
It does not appear that the volume of traffic over these routes would 
be sufficient to support the establishment of a competing service at the 
present time. . . . The advantages of such a service as proposed in the 
present proceeding are insufficient to offset the diversive effect upon 
other carriers. . . . Although the designation of Chicago & Southern to 
render this service is sufficiently sustained by the considerations already 
outlined, it may be noted that the incidental result of its selection will 
be the economic strengthening of this carrier without entailing an ad- 
verse effect upon other carriers—a consideration which, in proper cir- 
cumstances, is not to be ignored in the development of a sound national 
system of air transportation. ... 


Chairman Pogue, dissenting from the majority opinion in 
some respects and concurring in others, said he did not believe 
the public convenience and necessity required the Memphis- 
Detroit route. He said he believed that T. W. A. should have 
been authorized to serve Detroit, Toledo, Fort Wayne, Ander- 
son-Muncie-New Castle and Indianapolis, and that American 
Airlines should have been authorized to operate between Cleve- 
land and St. Louis. 


Kansas City-New Orleans Air Route 


Examiner F. A. Law, Jr., of the Civil Aeronautics Board, 
in a proposed report in No. 651, Mid-Continent Airlines, Inc., 
Kansas City-Tulsa-New Orleans Service, embracing applica- 
tions of two other airlines for authority to operate between 
Kansas City, Mo., and New Orleans, La., has recommended the 
issuance of a certificate to Delta Air Corporation authorizing 
the extension of its present route between New Orleans and 
Dallas, Tex., via Shreveport, so as to continue the route north- 
ward through Shreveport to Kansas City (see Traffic World, 
April 15, p. 1055). 

Delta Air Corporation was an applicant for this route in 
No. 1100, and National Air Lines, Inc., in applications docketed 
as Nos. 1134 and 1135, sought like authority. The examiner 
recommended that the certificate of Mid-Continent Air Lines, 
Inc., for its route between Kansas City and Tulsa, Okla., be 
amended so as to permit service to Joplin, Mo., and Bartles- 
ville, Okla., as intermediate points. He also recommended that 
the certificate held by Continental Air Lines for a route from 
Tulsa northwestward through Wichita, Hutchinson and Dodge 
City, Kan., be amended so as to include Bartlesville as an 
intermediate point between Tulsa and Wichita. 


Discussing the selection of an air carrier to “close the gap 
now existing between Kansas City and Shreveport,’ Examiner 
Law said, in part: 


Mid-Continent directs attention to the fact that this (the closing 
of the gap) can be accomplished -by it with the award of 301 new route 
miles from Tulsa to Shreveport. The distance from Kansas City to 
Shreveport proposed by Delta is 456 new route miles. National proposes 
a route involving 798 miles which would compete with Delta between 
Shreveport and New Orleans. Such competition is undesirable. . . . The 
operation remaining to National between Shreveport and Kansas City 
without connection to its own existing route is deemed impracticable. 
National for these reasons may be eliminated from further consideration. 

To authorize Mid-Continent’s service between Tulsa and Shreveport 
would leave that applicant with almost the same operating problems 
and difficulties which it voices as to its present terminal at Tulsa. ... 
Omitting the mileage between Shreveport and New Orleans, Delta’s 
proposed new operation involves substantially less new route mileage 
than would a practical operation by Mid-Continent. . . . Since Delta 
is already serving the area which offers the greatest prospect of success 
to the entire route, it is logical that Delta’s present operations should 
be extended. ... 


Continental Air Mail Pay 


By a decision in No. 934, Continental Air Lines, Inc., Mail 
Rates, the Civil Aeronautics Board has determined that the 
fair and reasonable rate for the transportation of mail on Con- 
tinental’s routes in the period from August 15, 1943, to April 
30, 1944, is 45.21 cents an airplane mile without reference to 
base mileage, base poundage, or other limitations, and that the 
fair and reasonable rates for mail transportation by that air 
carrier on and after May 1, 1944; are a base rate of 24.80 cents 
an airplane mile for a base poundage of 300 pounds of mail 
and an excess poundage of 0.03 cent an airplane mile for each 
pound in excess of the base poundage. 

The routes over which Continental operated, the board 
said, were: No. 29, extending from Denver, Colo., to El Paso, 
Tex., and from Hobbs, N. M., to San Antonio, Tex.; No. 43, 
extending from Pueblo, Colo., to Tulsa, Okla., and No. 60, ex- 
tending from Denver to Kansas City, Mo. 

It noted that, on August 5, 1943, it had ordered Continental 
to show cause why the board should not make final its tenta- 
tive finding that on and after August 15, 1943, the base rate 
for mail transportation by Continental should not be estab- 
lished at 26.58 cents an airplane mile for a base poundage of 
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300 pounds of mail. The base rate fixed by the board from 
October 13, 1941, it said, was 48.5 cents an airplane mile for 
routes Nos. 29 and 43. The carrier, in its answer to the show 
cause order, objected to the board’s tentative findings with 
respect to (1) future revenues and expenses; (2) the determi- 
nation of its recognized investment in common carrier opeva- 
tions; (3) the rate of return to be provided on such investment, 
and (4) the basis used.in computation of the average daily 
designated mileage, the board said. 

The board concluded that an allowance of three months 
operating expenses, excluding depreciation, was adequate for 
Continental’s working capital requirements; that since, under 
conditions caused by the war, the carrier had been unable to 
replace existing equipment, its investment in flight equipment 
should be adjusted to 60 per cent of the book cost, and that 
an 8 per cent return on the carrier’s recognized investment 
would provide earnings sufficient to insure its credit and to 
keep it in a position to attract additional capital. 

It said that the recognized investment of the airline in 
common. carrier operations, required for the future, was $906,- 
446, and found that “reasonable net earnings should be $72,516 
per annum, which, after allowing for federal income taxes at 
the current rate of 40 per cent, would require total earnings 
of $120,860, or 4.68 cents per revenue mile.” The application 
of the mail rate prescribed for the period from August 15, 1943, 
to April 30 would increase the reported mail revenue of the 
carrier through March 31 by about $176,000, said the board. 


Rail Control of Airline 


In an application filed with the Civil Aeronautics Board 
and docketed there as No. 1515, Guy A. Thompson as trustee 
of the Missouri Pacific Railroad Co. and Eagle Airlines, Inc., 
have asked the board for approval under section 408 of the 
civil aeronautics act of control of Eagle Airlines by the Mis- 
souri Pacific trustee. The application notes that Eagle Air- 
lines is an applicant for operating rights as an air carrier in 
No. 1103. In that application, Eagle Airlines asks for a cer- 
tificate to handle airborne commerce over a 6,000-mile net- 
work of routes, serving 108 cities (see Traffic World, Oct. 23, 
1943, p. 1020). 

According to the application in No. 1515, Eagle Airlines 
has outstanding 1,000 shares of no par value stock, of which 
750 shares are owned by the Missouri Pacific trustee. The 
applicants in this proceeding express the opinion that approval 
of control of Eagle Airlines by the railroad trustee is not 
required by section 408, “since the said trustee now controls 
the Eagle Airlines, Inc., which at the present time is not an 
air carrier; and section 408 prohibits only the acquisition of 
control of an air carrier.” They add that they have submitted 
this application ‘for the purpose of having said question deter- 
mined by the Civil Aeronautics Board.” 

“Such control,” the applicants aver, “is consistent with the 
public interest and will not result in creating a monopoly or 


monopolies; the public interest will be promoted by enabling | 
applicant to use aircraft to public advantage in its operations, | 


and competition will not thereby be restrained, or the operation } 


of other air carriers jeopardized.” 


The application shows that L. W. Baldwin is president 


of Eagle Airlines, Inc. 


Air Certificate Applications 


Two motor carriers are among those who have filed new 
applications for certificates from the Civil Aeronautics Board 
authorizing air transport operations. 

One of those applications, No. 1511, was filed by Capitol 
Transfer & Storage Co., of Charleston, W. Va., which says it 
operates a truck line between Charleston and points within 10 
miles thereof, on the one hand, and, on the other, points, in 
Ohio, Pennsylvania, Delaware, New York, Virginia and the 
District of Columbia, as a common carrier of household goods 
and office furniture. In its C. A. B. application, it asks for 
authority to engage in non-scheduled transportation by air of 
“property (freight only)” including general commodities, house- 
hold goods and office furniture in cargo planes between airports 
in all points in West Virginia, on the one hand, and on the 
other, points in continental United States, and between airports 
in all points in all states. 

J. Polk Brooks, of Paducah, Ky., a motor common carrier 
of passengers between Paducah and Detroit, Mich., and his 
wife, Saidee Brooks, are applicants in No. 1516, as Brooks Air 
Line, seeking authority from the C. A. B. to engage in air trans- 
port of persons, property and mail between Paducah and De- 
troit via Indianapolis, in scheduled and non-scheduled opera- 
tions. Other new applications follow: 

No. 1512, Aero Transportas, S. A., Mexico, D. F.; application for 
temporary permit to land at Brownsville, Tex., pending; completion of 
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repairs and improvements to airport at Matanoras, Mexico, and for 
temporary permit to land at Eagle Pass, Tex., pending completion of 
repairs and improvements to airport at Piedras Negras, Mexico. 

No. 1513, Richard Charles Kugel, Westover Field, Mass.; scheduled 
transportation of persons, property and mail over 16 routes, having as 
their termini the following points: Chicago, Cincinnati, O., St. Louis, 
Mo., Minneapolis, Minn., Madison, Wis., Sault Ste: Marie, Mich., South 
Bend, Ind., LaCrosse, Wis., Des Moines, Ia., Champaign, Urbana and 
Rockford, Ill.; Indianapolis and Kokomo, Ind., Findlay, Toledo, Cleve- 
land, Lima and Marion, O., Danville, Ill., Duluth, Minn., and Wausau, 
Wis. Applicant says it proposes operations initially only over routes 
between Chicago and Cincinnati, between Indianapolis and Findlay, 
between Columbus and Toledo, between Cleveland and Marion and 
between Lima and Marion. 

No. 1514, William A. Coulter and Western Air Lines, Inc., ask 
approval of interlocking relationship proposed to exist by the holding 
by Mr. Coulter of the positions of president and director of Western 
Air Lines and the positions of president and director of Inland Air 
Lines, Inc. The application notes that the C. A. B. has approved 
control of Inland by Western (see Traffic World, May 27, p. 1462). 


NORTH ATLANTIC AIR ROUTES 


In a report on a prehearing conference in No. 855 and 
applications consolidated therewith, all involving proposals to 
institute air service over north Atlantic routes, Examiner 
Thomas L. Wrenn, of the Civil Aeronautics Board, has an- 
nounced that the hearing in the consolidated proceeding will 
be held October 16. 

He said that four of the applicants had requested post- 
ponement of the hearing to a later date, but that he had been 
directed by the board to state that the hearing would be held 
October 16. Applications proposing service in the north Atlan- 
tic area, including routes between New York City and Cairo, 
between New York City and Calcutta, between New York City 
and Basra, and between New York City and Lisbon, with serv- 
ice to various capitals of European countries, he said, had been 
filed by American Airlines, American Export Airlines, Braniff 
Airways, Northeast Airlines, U. S. Midnight Sun Airlines, 
Lawrence N. Van Ryn, Transcontinental & Western Air, Penn- 
sylvania-Central Airlines, Trans-Oceanic Airlines, and Pan 
American Airways. He said applications for such routes also 
were being prepared by National Airlines, Eastern Air Lines, 
and Moore-McCormack Lines. 

Examiner Wrenn attached to his report the text of a letter 
addressed to him by Leslie Craven, counsel for American Ex- 
port Air Lines, requesting that the application of American 
Export in No. 238, “the original proceeding under which the 
board granted Export a.temporary franchise to Lisbon,” be 


joined with the other applications in the consolidated pro- 
ceeding. 


FOREIGN AIR CARRIER PERMITS 

The Civil Aeronautics Board has extended for a three- 
month period, from August 1 to October 31, inclusive, the 
temporary foreign air carrier permits of Royal Dutch Air 
Lines (KLM) and Expreso Aereo Inter-Americano, S. A. The 
board noted that under its permit the Royal Dutch Air Lines 
had authority to operate between Miami, Fla., and Curacao and 
that Expreso Aereo Inter-Americano was authorized under 
its permit to operate between Miami and Havana, Cuba. 


ROTORPLANE AIRWORTHINESS 


The Civil Aeronautics Board has submitted to those inter- 
ested in the manufacture of rotating wing aircraft a proposed 
part 06 of the civil air regulations, asking their comment on 
the proposals dealing with general data required, strength cri- 
teria, detail design and construction, equipment, power plant 
installation, and performance. 

The board said that, up to the present time, no specific 
airworthiness standards had been prescribed for such aircraft 
as had been manufactured and that, actually, the type and 
production certificates issued had been based on tests accept- 
able to the administrator. It said that the introduction of the 
practical helicopter as a new type of rotorplane had made it 
desirable that standards be established for such a type, adding 
that the experience gained on requirements for the autogiro 
had been of great value in the establishment of airworthiness 
requirements of rotorplanes. 

The board asked the opinion of the industry on whether 
or not a round table discussion on the proposal would be de- 
sired and asked that comments be addressed to the board, at 
Washington, on or before September 15. 





Cc. A. B. APPOINTMENT 


The Civil Aeronautics Board has announced the appoint- 
ment of Irston Roberts Barnes, of Hamden, Conm., as director 
of the board’s economic bureau, effective August 1. ‘The board 
said Mr. Barnes had served as a consulting economist in the 
United States Department of Justice for the last three years. 
It said that he was the author of three books on public utility 
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regulation, and of a number of articles in economic and law 
journals. 


AIR COMMITTEE TO ALASKA 


Eight members of the aviation subcommittee of the House 
committee on interstate and foreign commerce, accompanied by 
Elton J. Layton, clerk of the committee, left this week by air- 
plane for an inspection of aviation possibilities in Alaska. The 
subcommittee decided to make the trip under the authority of 
H. Res. 307, adopted by the House last October (see Traffic 
World, Oct. 23, p. 1021), providing for investigation by the 
committee of such matters related to present and probable 
future conditions and developments in and affecting air naviga- 
tion and domestic and foreign air commerce as it might deem 
advisable. 

The members of the subcommittee taking the trip to Alaska 
are Representative Bulwinkle, or North Carolina, chairman of 
the subcommittee; Representative Chapman, of Kentucky; Rep- 
resentative Boren, of Oklahoma; Representative Beckworth, of 
Texas; Representative Harless, of Arizona; Representative Hin- 
shaw, of California; Representative Howell, of Illinois; and 
Representative _O’Hara, of Minnesota. 





AIR EXPRESS STATISTICS 


The air express division of the Railway Express Agency 
has announced that 15,320,827 pounds of air express were han- 
dled by the nation’s domestic airlines in the first half of 1944, a 
gain of 11.2 per cent over the first half of 1943. It said 811,850 
express shipments were carried in domestic air service in the 
first six months of this year, an increase of 12.5 per cent over 
the 721,176 shipments in the corresponding 1943 period. 

It said international air express shipments dispatched 
through gateways to Mexico, Central and South America totaled 
112,177 in the first half of 1944, a 28.3 per cent increase over 
the same period last year. Shippers paid nearly $400,000 in 
express charges on that traffic this year, 13.6 per cent more 
than they paid in the corresponding six-months of last year, 
it said. It added that the commercial airlines were acquiring 
additional equipment and rapidly making available an increased 
amount of cargo space for non-priority air express. 


COMMON CARRIER LIST 


The Commission has issued supplement No. 49 (cancelling 
supplement No. 48) to list No. 3 of corporate names of common 
carriers by rail (including express), water or pipe line (includ- 
ing the names of their receivers or trustees, if any) filing tariffs, 
concurrences, or powers of attorney with the Commission. The 
list was compiled from the Commission’s records by its section 
of tariffs, Bureau of Traffic. The Commission said that supple- 
ments Nos. 38 and 49 contained all changes. 


LIBERATED AREA TRANSPORT NEEDS 


The Combined Production and Resources Board has out- 
lined the duties of its transportation equipment committee, of 
which Brig. Gen. Charles D. Young, deputy director of the 
Office of Defense Transportation, is chairman (see Traffic 
World, July 8, p. 81). The committee would survey the rail, 
port and inland waterway transportation needs in liberated 
areas “during the relief period,” it said, adding: 


The new committee will assemble all pertinent data concerning sup- 
plies and production of transportation equipment, including utilization 
of available equipment, that may be required to maintain or re-establish 
shipping services outside the United States, United Kingdom and Can- 
ada. It will also be the committee’s job to recommend methods for 
the supply and production of such materials and equipment. 

The transportation equipment committee will cooperate closely with 
the national agencies, military and civilian, that are responsible for 
the requirements and procurement of transportation equipment in their 
respective countries. It will receive and consider reports on transporta- 
tion needs from the various Allied countries and from the United 
Nations Relief and Rehabilitation Administration. It will also make 
recommendations to the board as to how these needs can best be met 
from the combined productive capacity available. These recommenda- 
tions will be transmitted to the appropriate national agencies for action. 


TRANSPORT EQUIPMENT PRODUCTION 


Production of some of the principal items of transportation 
equipment for United States civilian use lagged seriously behind 
schedule in the first six months of 1944 although the output 
was considerably greater than in the first half of 1943, the 
Office of Defense Transportation announced, August 9. 

The production of items for railway, highway and water 
transport in the six months ending June 30, 1944, was generally 
less than anticipated when the programs were established by 
the War Production Board to meet O. D. T.’s requirements 
as claimant agency, the O. D. T. said. However, it added, pro- 
duction generally was greater than in the same period of 
1943, and most of the main O. D. T. programs for transportation 
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equipment showed the largest production of any six-months 
period since the United States entered the war. Continuing, 
the O. D. T. said: 


A total of 32,680 medium, light-heavy and ‘‘heavy-heavy’’ trucks 
were produced for United States civilian use in the first six months of 
1944 compared with a programmed production for the entire year of 
101,298 vehicles. Railroad freight cars produced numbered 16,862 com- 
pared with a 1944 programmed production of 52,547. 


COMMERCIAL TRUCK PRODUCTION 


The War Production Board has announced that it has 
“programmed” the production of 56,705 commercial trucks for 
the first quarter of 1945—more than five times the total sched- 
uled output for civilian use in the first quarter of this year, 
which was 10,894 units. A total of 41,068 commercial trucks 
was scheduled for the last quarter of 1944, the board said, 
adding: 

The program for the first quarter of 1945 calls for the production 
of 40,000 medium trucks, 13,366 light heavy trucks and 3,339 heavy 
trucks. First quarter 1944 program for these categories called for 
production of 6,802 medium, 500 light heavies and 1,865 heavy heavies, 
these figures being increased for the final quarter to 30,850 mediums, 
13,366 light heavies and 3,266 heavy heavies. 


NEW YORK TRUCK-PIER DISPUTE 


A dispute among motor truck drivers, motor truck oper- 
ators, steamship companies and shippers is causing through 
truck detention at New York steamship piers, a serious matter 
to motor truck operators, according to a report made to the 
Commerce and Industry Association of New York August 9 
by George E. Mace, the manager of the association’s trans- 
portation bureau. It said that the delay, which holds up de- 
livery of goods and their receipt could not be tolerated any 
longer because of the expense involved and because it tied 
up badly needed equipment and resulted in added high wage 
scale payments. 

In an effort to bring about a peaceful settlement of the 
matter a truck-pier coordinating committee, headed by Edward 
K. Laux, Port of New York Authority, has been formed. Mr. 
Mace, who is a member of this committee, said that thousands 
of shippers from Maine to Virginia were affected by the dis- 
pute. The committee has submitted an eleven-point program 
to the truckmen and steamship men. The report said that 
five of the steamship companies and five of the motor truckers 
hoped to reach a peaceful settlement on the basis of that pro- 
gram at an early date. Motor carriers place the blame for the 
delay on steamship officials. Shippers have no voice in the 
discussion. Motor truck drivers claim the delay in handling 
the goods received at the piers is due to a lack of a proper 
system for checking them out. 


TRUCK EARNINGS 


Figures based on reports by 250 motor carriers of property 
showed that net income of those carriers in June, prior to pay- 
ment of income taxes, amounted to 3.7 cents for each dollar 
of gross revenue, representing an increase of 4.8 per cent above 
June, 1943, and 0.8 per cent over May, 1944, but that expenses 
were 3.9 per cent higher than they were in June, 1943, accord- 
ing to a statement issued by the American Trucking Associa- 
tions, Inc. The statement did not include revenue figures in 
terms of dollars. 

The A. T. A. said that the ratio of expenses to revenues in 
June was 96.3 per cent and that the same reporting carriers 
had operating ratios of 95.5 in May this year and 97.2 in June, 
1943. It said that “of the 250 carriers whose revenues amounted 
to 37 per cent of the total,” 93 suffered operating losses, 67 
showed operating deficits for May, and 94 reported losses for 
June, 1943. In June, it said, 207 carriers reporting inter-city 
vehicle-miles had revenues of 37.2 cents a vehicle-mile and 
expenses of 35.9 cents a vehicle-mile, as against May revenues 
of 36.8 cents a vehicle-mile and expenses of 35.3 cents a vehicle- 
mile and corresponding figures of 34.9 cents and 34.0 cents in 
June, 1943 

Reporting carriers in the eastern district had an operating 
ratio of 96.9 in June, as against 95.1 in May; those in the 
southern region had an operating ratio of 100.9 in June, as 
against 96.0 in May, and those in the western district had an 
operating ratio of 94.0 in June, compared with 95.9 in May. 


TRUCK CLAIM PREVENTION 


In a letter to members of the National Industrial Traffic 
League, Edward F. Lacey, executive secretary of the League, 
has proposed the sending of suggestions or comments with re- 
spect to truck freight claim prevention to I. W. Whitaker, chair- 
man of the League’s committee on freight claims and claims 
prevention, in care of Aluminum Goods Manufacturing Co., 
—, Wis., with copies to the League secretary for his 
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Mr. Lacey said that the subject of freight claims aginst 
motor carriers was one of those that “undoubtedly” would come 
up for active consideration at the annual meeting of the League 
now scheduled for New York City, November 16 and 17, and 
that it-was “quite likely” that Mr. Whitaker’s committee would 
be prepared to make some definite recommendations to the 
membership at that time. 

The League was advised that the American Trucking Asso- 
ciations, Inc., had submitted to its members an eight-point pro- 
gram that, it said, would eliminate 90 per cent of the complaints 
now being made against the motor carrier industry if it were 
carefully followed. The A. T. A. program comprised the follow- 
ing:* (1) Acknowledge claim same day as received; (2) give 
claimant carrier’s claim number; (3) begin investigation at once; 
be sure*of the facts; (4) pay claim or deny payment promptly; 
(5) anSwer correspondence immediately; (6) keep claim files 
“aetive’—trace for replies to unanswered correspondence; (7) 
handle connecting line claims just as fast as your own shipper 
claims, and (8) make inspections within 48 hours. 


FRUEHAUF TRAILER MAGAZINE 


The current issue of “Forwarder,” published by the Frue- 
hauf Trailer Company of Detroit, contains illustrated reports 
of Fruehauf trailers that have been in service for many years, 
of heavy loads and unusual shipments handled in the trailers, 
and of special trailers built by the company. It also contains 
an editorial on “post-war trailers,” in which it is pointed out 
that the company is continuing to work out improvements and 
to make them available as they develop, not at any one time 
after the war. It adds that some improvements cannot be 
“passed on” to the operators until full production is resumed. 


WHITE TRUCKS IN SOUTH AMERICA 


The White Motor Company, Cleveland, says that American- 
made automotive equipment built before the war continues to 
give good service to its users throughout the world. It says 
that, with comparatively few replacement parts available, the 
equipment continues to function efficiently “when inferior equip- 
ment would long since have been relegated to the scrap heap.” 
It cites the experiences of J. P. Burgert, who operates as a con- 
tract hauler of coal at Montevideo, Uraguay, and of building 
material at Buenos Aires, Argentina, using White trucks that 
have been in service twenty years. The trucks have been equip- 
ped with charcoal burners and have solid rubber tires. 


DODGE MILITARY TRUCK PRODUCTION 


F. J. Lamborn, vice-president and general manager, Dodge 
division of the Chrysler Corporation asserted on August 11 
that the division was more than 1,000 Army trucks ahead of 
its production schedule. Since 1939 Dodge has built more than 
340,000 trucks for the United States armed forces and Allied 
nations, including foyr-wheel drive weapon carriers, ambulances, 
command cars, reconnaissance cars, and heavier six-wheel drive 
cargo and troop transports. It produced more than 75,000 such 
vehicles before this nation entered the war, about 100,000 in 
1942, the same number in 1943, and in 1944 production ‘“‘con- 
tinued to meet military requirements, while at the same time 
a limited number of new commercial trucks’ had been de- 
livered, Mr. Lamborn said. 


TIMKEN DUAL PRIMARY BRAKE 


The Timken-Detroit Axle Company has announced produc- 
tion of a new hydraulic brake called the “DP” or dual primary 
type, which is designed to meet demands for improved brake 
performance in conjunction with heavier loadings and faster 
speeds. The company says the new brake, which is of the two- 
shoe type, contains self-aligning abutment blocks which bear 
against the angled ends of the shoes to prevent the tendency of 
shoes to follow the drum. It says that braking ability increases 
from 30 to 35 per cent ‘throughout the range of accepted hy- 
draulic line pressures; that the brake liners have longer life 
and less “fading” than other brakes; that there is equal braking 
ability and end control in either forward or reverse direction, 
and that the new brake allows for faster application and release. 


PUBLIC MERCHANDISING WAREHOUSING 


J. C. Capt, director of the bureau of the census, Repart- 
ment of Commerce, has released statistics on public merchan- 
dise warehousing for June, 1944, as reported by 711 firms. 
The percentage of space occupancy at the end of June, 1944, 
was reported as 87.4 per cent, as compared with 86.6 per 
cent for May, according to the compilation. It showed that, 
for June, the 711 warehousing firms cooperating in the survey 
had reported 2,024 merchandise warehouse buildings as oper- 
ated in that month, with a total of 53,397,004 square feet of 
occupiable space intended for public warehousing of general 
merchandise, of which 46,667,297 square feet had been reported 
as occupied. 
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August 12, 1944 


United Nations’ Shipping Plan 


Agreement to continue the operations of the Combined 
Shipping Adjustment Board, created by President Roosevelt 
and Prime Minister Churchill, January 26, 1942, to unify the 
work of the British Ministry of War Transport and the War 
Shipping Administration, with adjustments that may be neces- 
sary, for not more than six months after the general suspen- 
sion of hostilities in Europe or the Far East, whichever may be 
the later, has been announced by the Department of State. 
In its statement the department said: 


United Nations shipping representatives of governments of the 
United Nations that are parties to existing arrangements for provision 
of ships to meet the need of the United Nations have recently met in 
London to discuss arrangements to ensure the continued availability of 
their tonnage resources for all purposes of the United Nations in the 
changed circumstances anticipated during the latter phases of the war. 

The governments of Belgium, Canada, Greece, Netherlands, Norway, 
Poland, United Kingdom and the United States have declared that they 
accept aS a common responsibility the provision of shipping for all mili- 
tary and other tasks necessary for and arising out of the completion of 
the war in Europe and the Far East and for the supplying of all lib- 
erated areas as well as of the United Nations generally and territories 
under their authority. Existing machinery for control of ships employ- 
ment is to be adjusted to implement the declaration. Further discus- 
sions will take place as soon as possible to complete the details of this 
adjustment. 

The arrangements shall not extend beyond six months after the gen- 
eral suspension of hostilities in Europe or the Far East, whichever may 
be the later. 

All French shipping is and remains at the disposal of the United 
Nations, and the French Committee of National Liberation took part 
in the discussions. ‘ 

Denmark was represented by an observer. 

Other governments concerned are being informed and will be in- 
vited to associate themselves with the arrangement. 






































War Risk Rates Down 


New York commercial marine underwriters of war risks 
on exports and imports, taking into consideration the extent 
to which the U-boat menace has been overcome by the United 
Nations, announced August 3 further reductions of from 15 
per cent to 25 per cent in cargo war risk insurance rates. What 
is particularly to be noted in the cuts made is a comparison 
of the highest quotation which was in effect when enemy sub- 
marines roamed along the Atlantic coast with the current rates. 
Shipments from New York to the River Plate, for instance, 
in the bad days of the war, cost premiums of $25 for every 
$100 of insurance, with the strong chances threatening that 
one out of four cargoes was likely to be sunk. Today current 
premiums for the same route are only $1 for every $100 of 
insurance. The Miami to Havana rate was then $10 and today 
is only 25 cents. Another example is quoted where New York 
to New Orleans shipments required a premium of $15 for 
every $100 insurance. That rate is now down. to 37.5 cents. 

The reductions apply on practically all trades except where 
the war risk rates are already at a very low level. The rate 
from the United States ports north of Hatteras to and from 
the United Kingdom, Eire and Northern Ireland, the route 
which sustains the European invasion, was reduced from 1% 
per cent to 1% per cent. Although the rate on shipments be- 
tween the U. S. and “Palestine, Syria and Turkey not beyond 
Istanbul” dropped from 4% to 4 per cent, it remains the high- 
est rate now quoted by New York underwriters. The sharpest 
reduction in the latest schedule has brought the rate in‘ the 
important Australia-New Zealand run down by one third, 
from 1% to 1 per cent. 








































































































New Ship Transactions 


Approval for two shipping companies to acquire new ton- 
nage, in accordance with provisions of the merchant marine act 
of 1936, has been announced by the Maritime Commission. 

The Mississippi Shipping Company, Inc., will acquire three 
C-3 type combination passenger and cargo vessels now under 
construction by the Ingalls Shipbuilding Corporation, Pasca- 
goula, Miss. The ships will replace vessels requisitioned for 
title by the War Shipping Administration and will be operated 
between United States Gulf ports and the East Coast of South 

erica. 

Waterman Steamship Corporation obtained permission to 
purchase five C-2 type dry cargo ships which are being built 
for the commission by the Gulf Shipbuilding Corporation, Mo- 
bile, Ala. These ships are intended to replace others lost by 
enemy action and the corporation plans to operate them in 
foreign and domestic trade. 

A construction-differential subsidy to assist in the building 
Cost cf the three C-3 vessels was approved by the commission. 

€ subsidy was set at 50 per cent of the net construction cost 
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of each vessel, or the amount of the difference between the 
estimated foreign cost and the actual domestic cost of con- 
struction as determined by the commission, whichever is 
smaller. A 33% per cent differential on the cost of outfitting 
and equipping each vessel was also approved. 

In addition to allowing the construction-differentials the 
commission agreed to accept for trade-in credit two Hog Island 
type passenger and cargo ships acquired by the shipping com- 
pany in 1929 from the U. S. Shipping Board. Sixty-eight dollars 
a deadweight ton or $513,604 was allowed for each vessel. 

The five C-2 ships are being sold to the Waterman Steam- 
ship Corporation at full construction cost, less the cost of na- 
tional defense features. 

It is estimated that each vessel being built for the Water- 
man Corporation will cost $2,700,000. The corporation will 
make a down payment of 12% per cent of the purchase price 


and pay the balance to the Maritime Commission in 20 install- 
ments. 


Wooden Tank Barges 


Wooden tank barges, although not as efficient as steel tank 
barges, have proved by actual performance to be satisfactory 
for transporting certain vital wartime petroleum products, 
according to a report made by Ernst Holzborn, head of the 
waterways transport department, Office of Defense Transpor- 
tation, to Director Johnson. 

Of the total of 269 wooden tank barges built under an 
O.D.T.-sponsored program some time ago, Mr. Holzborn said 
that more than two-thirds were now in use. Sixty-four of these 
are employed in transporting residual fuel oil by way of the 
Gulf Intracoastal Waterway from Texas fields and refineries to 
Florida ports, while an additional 20 are being fitted out to 
enter the same service. 

Others have been chartered to private carriers, or turned 
over to the army, army engineers, and the navy. Some of the 
barges were being used by the army for lighterage work at 
ports of embarkation and others gave ar excellent account of 
themselves in the invasion of Normandy, Mr. Holzborn said. 

“These barges were designed and built specifically for the 
movement of residual oil,’”’ he pointed out. “They are not adap- 
table to the transportation of gasoline and were never intended 
to be employed to carry crude oil. However, the critical tank 
car situation has made it necessary to utilize every available 
means of transportation to meet the continual civilian and mili- 
tary demands.” 

For that reason, and with a view of further relieving the 
tank car shortage, Mr. Holzborn said, a test of 12 of the wooden 
barges still not in use was planned for the near future. The 
trial will be made on the Mississippi River against the current 
and the barges will be loaded with crude oil. 

O.D.T. officials explained that the building of wooden tank 
barges was financed by the Defense Plant Corporation, which 
owns them. They were built by U. S. army engineers at points 
located in widely separated parts of the country. 


SHIPPING AGREEMENT 
The Maritime Commission has approved agreement No. 
7538 between United Fruit Company and Elliot Shipping & 
Land Company, Inc., under section 15 of the shipping act, 1916, 
as amended. A summary of the agreement. follows: 


A cooperative working arrangement between the parties covering 
transportation of cargo originated by United Fruit Company at U. S. 
Atlantic and Gulf ports destined to the East and West Coasts of 
Central America, and cargo originated by this company at the East 
and West Coasts of Central America destined to U. S. Atlantic and 
Gulf ports. Such cargo is, when practicable, to be turned over to 
Elliot Shipping and Land Co., Inc., for transportation between Cris- 
tobal and Central America, Elliot to use United Fruit’s agents at Central 
American ports. United Fruit is to pay Elliot 50% of the gross through 
freight, less 50% of the transhipment cost at Cristobal. 


VESSEL CONTRACT AWARDS 


The Maritime Commission has announced contract awards 
for the construction of twenty 30,000-barrel tankers and four 
C-5 type bulk dry cargo vessels—all of new design. 

Fourteen of the new tankers will be built by the Todd- 
Houston Shipbuilding Corp., Houston, Tex., and six by the 
J. A. Jones Construction Co., Wainwright Yard, Panama City, 
Fla. All are scheduled for April and May delivery in 1945. 

The Bethlehem Steel Corporation was authorized to build 
the four new C-5 type vessels on a construction-differential 
subsidy basis without profit to the builder. These 580-foot ore 
carriers will be built at the Bethlehem-Sparrows Point Ship- 
yard, Inc., Sparrows Point, Md., at an estimated cost of 
$4,327,000 each. They will be operated by the Bethlehem Steel 
Corporation directly, or chartered to one of its subsidiaries, but 
assigned to western hemisphere routes approved by the com- 
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mission as essential, under the merchant marine act, for the 
development and maintenance of the nation’s foreign commerce. 


M. C. CONTRACT SAVINGS 


Total government savings of more than 200 million dollars, 
through contract renegotiations by the Maritime Commission 
price adjustment board since its inception two years ago, was 
announced August 7 by the Maritime Commission which said: 


Processing about 2,000 cases, the commission effected price reduc- 
tions of $217,615,931 on renegotiable sales and excessive profits at a 
total government expense of $300,000, about one-tenth of one per cent 
of the savings to the taxpayer. 

Three hundred and forty-five contractors were found to have rea- 
lized excessive profits on renegotiable sales of $2,104,299,311.44, the total 
amount recovered being $140,811,831.92. 

Clearance was granted to 335 firms with renegotiable sales totaling 
$416,228,686.09, where no excessive profit was realized. 

Further price reductions of $76,804,100 were effected through re- 
negotiation with respect to contracts in force and subject to further 
review involving renegotiable sales of $511,280,247. 


M. C. SHIP PRODUCTION 





Efforts of the Maritime Commission now being directed . 


primarily to the production of vessels needed to meet military 
requirements were slowing down the merchant ship construc- 
tion schedule, commission officials said in announcing July pro- 
duction figures. 

The commission reported that its yards delivered 126 ships 
with an aggregate of 1,274,433 deadweight tons in July to bring 
the year’s production figures to 990 ships of 9,901,984 dead- 
weight tons. In the corresponding seven months of 1943, it 
said, the yards had delivered 1,037 vessels of 10,483,331 dead- 
weight tons of generally simpler design. 

Shortages of manpower in some of the yards and work 
stoppages also contributed to the drop in production in July, 
the commission said. It added: 


Delivery of 13 of the new Victory ships in July, two under June 
production, is indicative of the conversion of Victory ship hulls to 
naval and military type ships, it was pointed out. 

Twenty-four special type ships were delivered to military services 
in July. Delivery of 51 Liberty ships, four under June, emphasizes 

the trend to military types. Other vessels delivered in July were: 
Ten standard C-type cargo, four concrete cargo, 19 standard tankers, 
one concrete barge, and four coastal cargo. 


M. C. HONORS COMMERCE LAWYERS 


The Maritime Commission has assigned the names of 
R. Walton Moore, railroad counsel, assistant general counsel 
of the U. S. Railroad Administration, member of Congress and 
Assistant Secretary of State, and of Charles S. Haight, ad- 
miralty lawyer who worked to obtain international uniformity 
of maritime law, to Liberty vessels that will be launched by 
the J. A. Jones Construction Co. at Brunswick, Ga. Mr. Moore 
died in 1941 and Mr. Haight in 1939. 


W. S. A. RATE ORDER 
The War Shipping Administration has issued rate order 
No. 286, covering rates and surcharges, barytes in bulk, from 
Bay of Fundy ports to U. S. North Atlantic ports. 


CONTROL OF EXPORTS AND IMPORTS 


The Foreign Economic Administration has issued its cur- 
rent export bulletin No. 183, covering various export items. 


EXPORT FREIGHT 


Cars of export freight, excluding coal and grain, handled 
through United States ports in July totaled 160,444 compared 
with 130,465 cars in July, 1943, or an increase of 23 per cent, 
the Manager of Port Traffic of the Association of American 
Railroads announced. 

Export grain unloaded at the ports totaled 3,985 cars 
compared with 4,970 in July, 1943, or a decrease of 20 per cent. 

The railroads handled 277 carloads of coastal freight in 
July, 1944, compared with 319 in the same month in 1943, or 
a decrease of 13 per cent. 

The total of 164,706 cars of export and coastal freight, 
excluding coal, handled through the ports in July. represented 
+ an average daily unloading of 5,313 cars. This was the fifth 
consecutive month that average daily unloadings exceeded 5,000 
cars. 





THOMPSON TO LEAVE I. W. C. 


Chester C. Thompson, president, Inland Waterways Cor- 
poration, government barge line agency, has submitted his 
resignation to become head of American Waterway Operators, 
Inc., with headquarters in Washington, D. C. The American 
Waterway Operators will represent inland waterways operators. 
Mr. Thompson, formerly a member of Congress, became presi- 
dent of the Inland Waterways Corporation after Major General 
T. Q. Ashburn was ousted as president November 14, 1939. 
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Personal Notes 





Edward William Larrick, 44, traffic manager and plant 
protection officer for the Illinois Cereal Mills, Inc., Paris, Il, 
died of a heart attack August 3. He had served in the transpor- 
tation industry for twenty-four years. 

The board of directors of the Grand Trunk Western, meet- 
ing at Detroit, August 7, elected P. R. Mork and C. A. Skog to 
membership on the board. Mr. Mork is vice-president of the 
Crane Company, Chicago, and Mr. Skog is general manager of 
the railroad. Directors of the Detroit and Toledo Shore Line 
Railroad, meeting the same day, elected Mr. Skog president 
and a director, succeeding W. J. Hogan, who died recently. 

Directors of the Texas and New Orleans Railroad and the 
Southern Pacific Terminal Company have elected J. C. Gainey, 
treasurer, at Houston, to succeed O. M. Longnecker, who has 
retired. The railroads are affiliated with the Southern Pacific. 

Carl B. Walker has been appointed assistant to vice-pres- 
ident, freight traffic department, Southern Railway, at Wash- 
ington, D. C. 

J. P. Nye, formerly general manager and auditor of the 
Rapid City, Black Hills & Western Railroad Co., Rapid City, 
S. D., has been elected secretary-treasurer of the American 
Short Line Railroad Association, effective August 16. 

The Aeronautical Chamber of Commerce of America, Inc., 
of Washington, D. C., has announced the appointment of James 
L. Straight, former director of the production division of the 
Aircraft War Production Council, as manager of the Los An- 
geles, Calif., office of the Aircraft Manufacturers Council and 
its parent organization, the Aeronautical Chamber of Com- 
merce. 

Seaboard Freight Lines, Inc., Bridgeport, Conn., has an- 
nounced the following appointments: M. F. Davitt, freight 
traffic manager, in charge of sales, Bridgeport; G. P. Guthrie, 
operating manager, Bridgeport, and C. L. Costello, assistant 
freight traffic manager, New York, in charge of sales in metro- 
politan New York and northern New Jersey. 

Karl A. Roesch, former sales manager, Cleveland branch, 
White Motor Company, has been appointed branch manager at 
Cleveland. George H. Scragg, director of advertising and sales 
promotion, Cleveland, has been promoted from captain to major 
in the Civil Air Patrol and appointed public relations officer for 
the Ohio wing of the patrol. 


Thomas J. Deegan has been appointed director of public 
information for American Airlines, Inc., at New York, succeed- 
ing Buell A. Patterson, who will assume other duties for the 
company. 

G. T. MaGee has been appointed division freight agent for 
the New York Central at Cincinnati, succeeding H. J. Schuling- 


kamp, who, at his own request, has returned to New Orleans f 


as general agent for the company. 


The Santa Fe Coast Lines has announced that the terri- 


tory of W. L. Farrel, transportation inspector, has been changed 
to include the Arizona division; the First, Oil City, Laton, 
Visalia, Porterville, and Wahtoke districts of the Valley divi- 
sion, and the Sunset Railway, at Needles, Ariz., and that the 
territory of W. H. Abell, transportation inspector at Fresno, 
Calif., has been changed to embrace the Second, Third, Fresno 
interurban, and Oakdale district of the Valley division, and 
the terminal division. 


Joseph T. Roth has been appointed assistant traffic man- 
ager for the United States Pipe and Foundry Company, Chi- 
cago, rather than the United States Tie and Foundry Company, 
as reported in this column July 29. 


Albert A. Gardiner has been appointed general passenger 
traffic manager for the Canadian National at Montreal, Quebec, 
succeeding C. W. Johnston, who has retired after serving with 
the company for 50 years. 


John Buckley O’Reilly, partner of the firm of Norton, Lilly 
and Company, steamship agents and brokers, died at his home 
at Belmar, N. J., August 7, at the age of 67. He had been asso- 
ciated with the company and a predecessor company since 1899, 
and had been a partner since 1914. 


The Calumet Transportation Association, East Chicago, 
Ind., will hold a dinner meeting September 20, at which Pat 
Manion, dean of the law school, Notre Dame University, South 
Bend, Ind., will speak. The film “Baptism of Fire” will be 
shown. James Markey is chairman of the program committee. 

James Martin Holaren, of Pittsburgh, Pa., formerly em- 
ployed by the Pennsylvania Railroad and a federal conciliator 
for the U. S. Department of Labor, has been appointed to the 
staff of mediators of the National Mediation Board which ad- 
ministers the railway labor act. 

Miss Katherine Hartman has been appointed chief hostess 

















Al 


WORLD § august 12, 1944 


ean 
nitiincitninasse 


and plant 
Paris, Il. 
transpor- 


ern, meet- 
\. Skog to 
ont of the 
lanager of 
hore Line 
president 
ently. 

d and the 
or Gainey, 
, who has 
rn Pacific. 
vice-pres- 
at Wash- 


tor of the 
apid City, 
American 
6. 

erica, Inc., 
t of James 
ion of the 
e Los An- 
ouncil and 
* of Com- 


1., has an- 
tt, freight 
>. Guthrie, 
assistant 
; in metro- 





nd branch, 
nanager at 
; and sales 
n to major 
officer for 


* of public 
kK, succeed- 
ies for the 


t agent for 
. Schuling- 
ww Orleans 


. the terri- 
en changed 
ity, Laton, 
Talley divi- 
id that the 
at Fresno, 
ird, Fresno 
vision, and 


raffic man- 
pany, Chi- 
7 Company 




















| passenger 
al, Quebec, 
erving with 


orton, Lilly 
it his home 
. been asso- 
since 1895, 


st Chicago, 
which Pat 
rsity, South 
re”’ will be 
committee. f 
rmerly em- 
conciliator 
nted to the ; 


| which ad- 


hief hostess 






































































































































404 


of Pennsylvania-Central Airlines, succeeding Miss Nellie Kemm. 
She has been in charge of the hostess training school. 


BARNARD NOMINATION 


Advice has been received by the Senate interstate com- 
merce committee that George M. Barnard, Republican member 
of the Indiana Public Service Commission who was nominated 
by President Roosevelt May 31 to be a member of the Com- 
mission, has recovered from the injuries he suffered in an 
automobile accident shortly before the nomination was sent to 
the Senate. The nomination has been pending before the Sen- 
ate interstate commerce committee. Consideration of the nomi- 
nation was delayed on account of the illness of Mr. Barnard. 
Indications were this week that the committee probably would 
not meet to consider the nomination until early in September, 
though it was pointed out that action might be taken sooner 
than that. Chairman Wheeler is in Montana. 





Traffic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THE TraFFIC WorLD goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade- 
quately and promptly informed.—Hditor THe Trarric Wor. 





Members of the board of directors of the Associated Traffic 
Clubs of America are voting by mail on an application for 
membership in the association filed by the Women’s Traffic 
and Transportation Club of Wilmington, Del. The club has 
73 members. Louise Y. Barnett, DuPont Company, is presi- 
dent, and Elaine Hudson, Pennsylvania Railroad, secretary. 





The Women’s Traffic Club of Philadelphia has elected the 
following officers: President, Marian K. Hansen, Peter Paul, 
Inc.; first vice-president, Mrs. Florence Juhlman, Esterbrook 
Penn Company; second vice-president, Margaret Cameron, 
Baltimore and Ohio; treasurer, Annabelle Graffius, Boston and 
Maine; recording secretary, Esther Cramblitt, John Harvey 
Tea Company; corresponding secretary, Mrs. Marie Mileham, 
Chesapeake and Ohio; members, board of directors, Kathryn 
Anderson, Wilson Line; Marguerite Mahaney, Marchwood, Inc.; 
Elizabeth Hines, Reading Company, and Helen Keller, Keystone 
Lubricating Company. The following have been appointed chair- 
men of the standing committees: Welfare, Anna Mae Meier, 
Pennsylvania Warehouse Company; publicity, Mrs. Edith Clen- 
daniel, George A. Rowley Company, and speakers, Margaret 
Hanley, Office of Defense Transportation. Mrs. Gertrude Mans- 
field, Jacob Brodsky Company, has been appointed editor of 
the publication, Traffic Dame. 





At a terminal night meeting of the Oakland, Calif., Traffic 
Club August 15, John Kuropatkin Chapel, author and lecturer, 
will speak on “Russia, Present and Future.” Guests of honor 
will include Arthur Abel, Port of Oakland; H. E. Van Horn, 
Encinal Terminals; Charles P. Howard, Howard Terminals, 
and Fred Parr, Parr-Richmond Terminals. 





The Traffic Club of Minneapolis held its August golf tourna- 
ment at the Golden Valley Golf Club August 11. Dinner was 
served. Paul F. Anderson heads the golf committee. The 
final golf tournament of the season will be held at the Inter- 
lachen Club September 8. 





The Pacific Traffic Association of San Francisco held an 
industrial night dinner meeting August 8. There was a pro- 
gram of entertainment. Elmer Miller headed the committee 
on arrangements. 





The Women’s Traffic Club of San Francisco will hold a 
bosses’ night dinner meeting, in celebration of the club’s nine- 
teenth anniversary, at the Sir Francis Drake Hotel August 17. 
Members of the Pacific Traffic Association have been invited 
to attend. There will be entertainment. 





Warren W. Brown, assistant general freight agent, Nickel 
Plate Road, won over S. S. Hankis, general freight agent, 
Chicago, Burlington and Quincy, two up, in the 36-hole finals 
of the annual golf tournament of the Traffic Club of Chicago, 
held in connection with a club golf outing at the Elmhurst 
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Country Club August 10. It was the third successive year Mr, 
Brown won the championship. 





The Transportation Club of Peoria, I11., will hold its annual 
clam bake at the Shore Acres Country Club August 17. There 
will be golfing and a program of entertainment, including 
vaudeville acts. 





The bowling season for members of the Cincinnati, 0. 
Traffic Club will open September 22 with play at the Neuman 
Bowling Alleys. A. H. Thies heads the bowling committee. 
The annual golf outing will be held August 24 at the Clover- 
nook Country Club. There will be a buffet luncheon, refresh- 
ments, and door prizes. Harry Romer is chairman of the golf 
committee. 





The transportation club of the Rochester, N. Y., Chamber of 
Commerce will hold a round table discussion luncheon meeting 
August 17. Horace E. Barnes is chairman of the committee 
on arrangements. 





The Birmingham, Ala., Traffic and Transportation Club 
was to hold its twenty-second annual outing at the Roebuck 
Country Club August 12. The program included games for 
children, archery, horseshoe pitching, golf driving, swimming 
and diving, and bathing beauty contests, bingo, a softball game 
between teams representing shippers and carriers, dinner, danc- 
ing, and other entertainment. W. C. Mattison is general chair- 
man of the arrangement committees. 





The Junior Traffic Club of Chicago will hold its final golf 
outing of the season at the Calumet Country Club August 24. 
Dinner will be served. 





The Indianapolis, Ind., Traffic Club is polling members as 
to their preference for methods of organizing bowling teams 
for league play this fall and winter. Various methods of select- 
ing teams have been suggested. Captains of last year’s teams 
will meet in the latter part of this month to act on suggestions 
and preferences returned by members. 


1. C. C. PRACTITIONERS 


The following have been admitted to practice before the 
Commission: ; 

James M. Bailey, Seattle, Wash.; John J. Beattie, IIL, 
Warwick, N. Y.; Israel J. Beck, New York, N. Y.; Isidore A. 
Blanch, Atlanta, Ga.; Walter. Booth, Cleveland, O.; Hamilton 
Burch, Valdosta, Ga.; Charles C. Butler, Chicago, Ill.; S. W. 
Coleman, Jr., Gate City,. Va.; George C. Davis, Providence, 
R. 1.; Herschel B. Davis, Gary, Ind.; Frederick W. Denniston, 
Washington, D. C.; Dale C. Dillon, Washington, D. C.; Charles 
F. Ely, Westfield, Mass.; Leonard J. Emmerglick, Washington, 
D. C.; Herbert T. Ferguson, Madison, Wis.; Randall F. Fullmer, 
Cleveland, O.; A. E. Funk, Frankfort, Ky.; James A. Glenn, 
Washington, D. C.; Philip Halpern, Albany, N. Y.; Fenner 
Heathcock, Union City, Tenn.; Harold Taft King, Denver, Colo.; 
Milton Kramer, Washington, D. C.; George S. Leisure, New 
York, N. Y.; Victor H. Lindsey, Lubbock, Tex.; William A. 
Maidens, Washington, D. C.; Gerald C. Mann, Dallas, Tex.; 
Clifton G. Parker, Morrisville, Vt.; Carl A. Phillips, New York, 
N.Y.; Kendall M. Pierce, Hartford, Conn.; Joseph A. Porcelli, 
New York, N. Y.; Charles T. Prtichard, Jr., Houston, Tex.; 
E. Hagan Richmond, Gate City, Va.; J. M. Schooler, Columbus, 
O.; Henry Schulteis, Jr., Topeka, Kan.; Philip Selig, Jr., San 
Francisco, Calif.; William A. Torok, Chicago, Ill.; Carl A. 
Waldron, Chicago, Ill.; Jeremiah C. Waterman, New York, 
N. Y.; Granville Whittlesey, Jr., New York, N. Y.; Chris Wilson, 
Butler, Ky., and Andrew O. Wittreich, Jersey City, N. J. 


NEW SANTA FE SLIDE- FILM 


The Santa Fe System has had prepared a new sound- 
slide film entitled “Conquest.” It narrates the history of the 
railroad from the first operations in 1869 to the present, de- 
scribes the territory served by the company, the facilities used, 
and something of the organization of the company. Prints of 
the 36-millimeter film and companion recording will be loaned 
on request to schools, churches, business organizations, and 
other groups having sound-slide projectors. A booklet con- 
taining many of the pictures and the script of the film 3s 
also available. 


U. P. WAR BOND DRIVE 


Walter Wilson, chairman of the Union Pacific’s war bond 
committee, has reported that in June the railroad’s employes 
paid cash for $670,426 in war bonds, compared to $50,241 cash 
purchases in May. In addition, he reported that the employes 
authorized payroll deductions for bonds totaling $933,323 in 
June, compared with $892,692 in May deductions, and that more 
than 10 per cent of the payroll was invested in bonds in June, 
as against less than 7 per cent in the preceding month. 
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post-war America. 
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Questions and Answers 


* In this column will be cnswered questions of both legal and 

practical nature that confront persons dealing with traffic. A 
specialist on interstate commerce law, who is a member of our spe- 
cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 
freight. The same man, with long experience and wide knowledge, 
will answer questions relating to practical traffic problems. We do 
not desire to take the place of the traffic man but to help him in 
his work. 

The right is reserved to refuse to answer in this column. any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to a@ 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or 
questions from nonsubscribers. 


Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 


Damages—Liability of Carrier Where Declared Value Shown in 
Bill of Lading, But Article Not Subject to Declared or 
Released Value 


New York.—Question: We shipped a piece of machinery 
via a carloading company to a machinery company for repair 
and prepaid charges in the amount of $3.93. This machine was 
never delivered at final destination. After four months’ lapse 
of time, we ordered a new machine at a cost of $125. 

We filed a claim against the freight forwarder for the 
replacement value of the machine, or $125 plus prepaid freight 
charges of $3.93. 

It now develops that our shipping clerk erroneously de- 
clared the value of the original machine as being $100, which 
information was shown on the bill of lading in the space pro- 
vided therefor. We understand that that space on the bill of 
lading is to be used only in cases where the rate is governed 
by the declared value of the property. 

The freight forwarder is willing to pay our claim for $100, 
plus prepaid charges of $3.93. According to Section 20, para- 
graph 11, of the interstate commerce act, and according to our 
belief under common claim practice, we feel it is the duty of 
the carrier to reimburse us for our actual loss by replacement 
or $125. 

We would appreciate your opinion on this matter, quoting, 
if possible, cases covering similar instances. 

Answer: It is our opinion that, as there is no consideration 
in the form of a reduced rate which is the basis for a declared 
or released valuation, the showing of a declared value in the 
bill of lading has no effect on the carrier’s liability; that the 
liability of the carrier is as though the declared value were 
not in the bill of lading, and that recovery may be had on the 
basis of the actual value of the goods shipped, in accordance 
with the principle of the decision in New York Central R. R. 
Co. vs. Goldberg, 250 U. S. 85, 39 S. Ct. 402. 


While in the Goldberg case, the matter of valuation fixed 
by tariff provision was not involved, in our opinion the princ'ple 
of the decision applies to the facts in your case in that it is 
held in the decision that, where there has been a non-fraudulent 
misrepresentation of the nature of the goods, the character of 
the goods actually shipped determines the applicable freight 
charges and the liability of the carrier in the event of loss or 
injury to the goods. 


As to the measure of damages, see our answer to Alabama, 
p. 1476, Traffic World, December 11, 1943, under the caption 
““‘Damages—Measure of—Replacement Value.” 


Reconsignment—Conditioned Instructions 


Illinois—Question: We are attaching herewith a ‘copy of 
our letter reconsigning three cars from the original destination 
to a point beyond. You will note that we specifically stated in 
the third paragraph that the reconsignment should not be made 
unless the proportional rate from Chicago to final destination 
could be protected. We also instructed the carrier not to move 
the cars unless this rate could be protected. We had informa- 
tion from this railroad’s Chicago office that the reconsignment 
would be accepted accordingly. 

The railroad issued bills of lading and moved the cars 
without advising us that the through rate would not apply. 
Now it is trying to collect the local rate from the point of 
reconsignment to the final destination, which we do not con- 
sider correct. 

Answer: In its report in Martin & Co. vs. Atchison, T. & S. 
F. Ry. Co., 176 I. C. C. 573, the Commission found that a con- 
flict between the routing instructions and the rate named in 
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the reconsignment order made it the duty of the carrier to 
whom the reconsigning instructions were addressed to obtain 
further and definite instructions from the consignor and that 
its failure to do so rendered it liable for any damages which 
might result therefrom. See, also, Clark Fruit Co. vs. Louis- 
ville & N. R. Co., 169 I. C. C. 165. 

Where, however, the shipment could not have been for- 
warded over any route over which a lower rate applied, there 
was no violation of the act. Fisher & Co. vs. Cleveland, C. C. 
& St. L. Ry. Co., 178 I. C. C. 737; Chevrolet Motor Co. vs. 
Chicago, R. I. & P. Ry. Co., 132 I. C. C. 337; Pioneer Coal & 
Coke Co. vs. Chicago, B. & Q. R. R. Co., 190 I. C. C. 553. 

See, also, Milne Lumber Company vs. Vicksburg, Shreve- 
port & Pacific Railway Company, 142 I. C. C. 167, wherein the 
Commission said: 


The reconsignment orders to the Terminal read in part as follows: 
‘Please reconsign, on basis joint through rate to * * *. If you cannot 
divert car on joint through rate, advise us at once so we can give 
you other disposition.’’ There was no joint through rate over this 
route at the time of movement. 

A joint rate of 48 cents applied over another route via Cincinnati, 
Ohio, and complainant was erroneously advised by the Terminal that 
it applied via East St. Louis and would be protected over the route 
of movement. The Terminal reconsigned the shipment despite the 
condition in the reconsignment orders and the 48-cent rate was not 
protected. Complainant contends that under these circumstances the 
48-cent rate should have been applied. Neither the misquotation of the 
rate and the agreement to protect it nor the act of the Terminal in 
forwarding the car against complainant’s instruction would have justi- 
fied charging other than the applicable rate. Such facts do not consti- 
tute a violation of the interstate commerce act or form a basis for an 
award of reparation. Reeves Coal Co. vs. C. M. & St., P. Ry. Co., 
34 I. C. C. 122, 37 I. C. C. 707; Northwestern Traffic & Service Bureau 
va. ©. &2 HN. W.. Ry. Co:, BL Cc. C. Bi. 


State Versus Interstate Traffic 


Indiana.—Question: We refer to the Traffic World, May 20, 
1944, p. 1410, your answer to Indiana, under the above caption. 

We believe your decision in this matter to be contrary to 
decisions handed down by the Interstate Commerce Commission 
as to when an intrastate shipment becomes interstate. 

For example, a shipment moves from Hammond, Ind., to 
Indianapolis, Ind., by a carrier who maintains offices in Chicago, 
Ill. This carrier would pick the shipment up at Hammond, Ind., 
transport it to Chicago where it would be reloaded on another 
truck and transported from Chicago directly through Hammond, 
Ind., to Indianapolis, Ind. This shipment would still, in our 
opinion, remain an intrastate shipment, and we believe if you 
will examine the decisions of the Interstate Commerce Commis- 
sion you will find this to be true. 

Answer: So far as motor carrier reports of the Commission 
are concerned, we are unable to find any case which covers facts 
in any way similar to those covered by our answer to which 
you refer. 

There are, however, numerous cases in which the Commis- 
sion has found that shipments moving between two points in the 
same state through another state are moving in interstate com- 
merce. See Dard’s Express Common Carrier Application, 29 
M. C. C. 438; Dixie Freight Lines, Inc., Common Carrier Appli- 
cation, 24 M. C. C. 780; Morse Common Carrier Application, 
22 M. C. C. 169, and Leonie Bros. Contract Carrier Application, 
t Mc. ©. Git. 

As to shipments moving via rail carriers, the findings of the 
Commission in Clayton vs. Pacific Electric Co., 168 I. C. C. 375, 
and Omaha Chamber of Commerce vs. Chicago & N. W. Ry. Co., 
167 I. C. C. 417, indicate that operating practices may convert 
an intrastate movement into an interstate movement. In the 
former case the Commission sa‘d: 


Colorado is just west of the Arizona-California state line and Yuma 
is one mile east thereof. Ostensibly, the movement from Colorado is 
intrastate, but it appears that the carriers obviate the stopping of 
through freight trains at Colorado by moving complainants’ shipments 
from Colorado to Yuma by switch engine and there place them in trains 
from their respective destinations. Defendants contend that this move- 
ment is not interstate, but this contention is unsound. Shipments from 
Colorado moving through Yuma to California destinations were clearly 
interstate. 


See, also, the decisions of the Supreme Court of the United 
States in Western Union Telegraph Co. vs. Speight, 254 U. S. 17, 
41 S. Ct. 11, and Ejichholtz vs. Public Service Commission of 
Missouri, 306 U. S. 268. 


State Versus Interstate Traffic 


Illinois—Question: We may be mistaken but it is our 
opinion that your answer to Indiana under the above caption 
p. 1410, May 20, 1944, Traffic World, is somewhat misleading. 

We believe the intention has as much to do with the 
character of the shipment, intrastate or interstate, as the 
actual movement. Hasn’t the Supreme Court of the United 
States held that, even though a shipment moves from point A 
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to readers of 


Complete Sample Set 
of Over 50 Approved 
WORLD-WIDE Forms 





Horder’s WORLD-WIDE Traffic 
Forms — Domestic and Export — are 
the authoritative line. They are con- 
stantly revised to conform to the lat- 
est U. S. regulations and consular 
requirements. They save time, effort, 
and money because of their simplicity 
and ease of handling. Let us send 
you a complete set of samples in 
standard folder for your files. Please 
make request on your company letter- 
head. 


“First with the Latest Forms” 


We Also Print Special Forms to Order HORDER’S, INC. 


231 So. Jefferson St., Chicago 6 






GALVESTON WHARVES 


ESTABLISHED 1854 
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All Telephones FRAnklin 6760 | 










F. W. PARKER, General Manager 


(Kansas City Office: 1200 Board of Trade Building) 
(Dallas Office: 1005 Cotton Exchange Building) 
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to point B intrastate, the mere fact that it was intended for 
interstate destination point C was sufficient to make the move- 
ment from A to B an interstate movement even though the 
movement had been terminated by reason of completion of 
unloading of a shipment and entering into a new contract of 
affreightment ? 

Another thought we have in mind is that rail and motor 
carriers regularly handle shipments via interstate points strictly 
for their convenience and for no other reason. And still further, 
at borderline points it would be a very simple matter for 
either rail or motor carriers deliberately to establish consolida- 
tion points just across the border lines in order to guarantee 
higher revenue. For example, Nebraska intrastate rates are 
substantially lower than interstate rates. Therefore, it would 
be perfectly sensible for railroads operating from Omaha into 
Nebraska or motor carriers operating from Omaha _ into 
Nebraska to take their shipments across to Council Bluffs for 
consolidation in their regularly established depots there, thereby 
making the shipments interstate under your interpretation and, 
in consequence thereof, collecting much higher charges. 

Our only thought in writing to you is that it might be 
misleading to some of your readers. Possibly, in view of the 
numerous questions asked on this subject, it might be a good 
idea to digest all of the decisions involved and give all of us 
the benefit of your investigation at your convenience. 

Answer: It is true that, in determining whether a ship- 
ment moving between two points in the same state is inter- 
state in character, the intention of the shipper is given con- 
sideration. However, this is true only in cases where the intra- 
state movement has been preceded or is followed by a move- 
ment from or to a point in another state. If the intrastate 
movement is so connected with the preceding or succeeding 
interstate movement as to constitute the whole an interstate 
movement the interstate rate is applicable and in determining 
whether the interstate rate should be applied the intention of 
the shipper is an important factor. See Baltimore & O. S. W. 


R. R. Co. vs. Settle, 260 U. S. 166, 43 S. Ct. 28, in which the 
court said: : 


If the intention with which the shipment was made had been actu- 
ally at issue, the fact that possession of the cars was taken by the 
shipper at Oakley and that they were not rebilled for several days, 
would have justified the jury in finding that it was originally the inten- 
tion to end the movement at Oakley and that the rebilling at Madison- 
ville was an afterthought. But the defendant Clephane admitted at the 
trial that it was intended from the beginning that the cars should go 
to Madisonville; and this fact was assumed in the instructions com- 
plained of. In other words, Madisonville was at all times the destina- 
tion of the cars; Oakley was to be merely an intermediate stopping 
place; and the original intention persisted in was carried out. That 
the interstate journey might end at Oakley was never more than a pos- 
sibility. Under these circumstances, the intention as it was carried out 
determined, as matter of law, the essential nature of the movement; 
and hence that the movement through Madisonville was an interstate 
shipment. For neither through billing, uninterrupted movement, con- 
tinuous possession by the carrier, or unbroken bulk, is an essential 
of a through interstate shipment. These are common incidents of a 
through shipment; and when the intention with which a shipment was 
made is in issue, the presence, or absence, of one or all of these inci- 
dents may be important evidence bearing upon that question. But 
where it is admitted that the shipment made to the ultimate destination 
had at all times been intended, these incidents are without legal signifi- 
cance as bearing on the character of the traffic. For instance, in many 
eases involving transit or reconsignment privileges in blanket territory, 
most or all of these incidents are absent, and yet the through interstate 
tariffs apply. See Atchison, Topeka & Santa Fe Ry. Co. vs. Harold, 
241 U. S. 371; St. Louis Southwestern Ry. Co. vs. United States, 245 
U. S. 136; Central Railroad Co. of New Jersey vs. United States, 257 
U. S. 247. Compare Philadelphia & Reading Ry. Co. vs. Hancock, 
253 U. S. 284. 

Where, however, the movement from point of origin to 
destination in the same state involves a haul through another 
state, the interstate character of the movement is apparent 
and the shipment is interstate in character, regardless of the 
intention of the shipper or the belief on the part of the carrier 
or shipper that the traffic is interstate in character. See the 
opinion of the Commission in Wright & Wimmer vs. Chicago, 
T. H. & S. Ry. Co., 93 I. C. C. 183; Clayton vs. Pacific Electric 
Ry. Co., 168 I. C. C. 375; Missouri Pacific R. R. Co. vs. Stroud, 
267 U. S. 404, 45 S. Ct. 243. 

As to a carrier crossing state lines for the purpose of avoid- 
ing state regulation, see the decisions in Missouri Pacific R. R. 
Co. vs. Stroud, 267 S. C. 404, 45 S. Ct. 243, and Dixie Ohio 
Express Co. vs. State Revenue Commission of Georgia, 306 
U. S. 72, in which the court upheld the right of the state 
to regulate what was essentially intrastate traffic, notwithstand- 
ing that the traffic, in moving between two points in the 
same state, passed through another state. 


Interstate Commerce—Definition of—IiIn Interstate Commerce 


_ Wisconsin.—Question: The question has just come to my 
notice as to whether or not a shipment to the District of 
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Columbia from one of the states adjoining the District of Co. 
lumbia would be classed as interstate and, also, whether or 
not a shipment to the District of Columbia from Wisconsin or 
any other state not bordering on the District of Columbia 
would be classed as interstate. Do you know whether or not 
this question has ever been decided? 

Answer: Section 1 of Part I of the interstate commerce 
act states that the provisions of this part shall apply to com- 
mon carriers engaged in the transportation of property ... 
from one State or Territory of the United States, or the District 
of Columbia, to any other State or Territory of the United 
States, or the District of Columbia... . 

Section 203(a)(10) of Part II of the interstate commerce 
act provides that the term. “interstate commerce” means com- 
merce between any place in a State and any place in another 
Pao or between places in the same State through another 

ne 
Paragraph (a)(8) of Section 203 provides that the term 
“state” means any of the several States and the District of 
Columbia. 


Reparation—Long and Short Haul Violation 


Michigan.—Question: Item 6110, page 199 of Consolidated 
Classification No. 16, publishes a first class 1. c. 1. rating on 
empty wooden boxes, old, not nested, in Southern territory, 
while in Western territory the rating is 4th class, 1. c. 1. 

A shipment of this commodity from Jackson, Miss., to 
Detroit, Mich., therefore, would be rated at the first class rate 
of $2.32 under Agent B. T. Jones’ C. F. A. Tariff No. 450-F, 
A similar shipment from Tallulah, La., moving over the same 
route would be charged for at the fourth class rate of $1.33, 
published in Agent J. R. Peel’s S. W. L. Tariff No. 252-B. We 
are unable to find any indication of fourth section relief cover- 
ing this situation. 

Is there any authority or ruling for reducing rates to the 
lower basis in Southwestern Lines Tariff No. 252-B on a ship- 
ment from Jackson, Miss., or is a Commission ruling of a 
fourth section violation ordering the change and awarding 
reparation necessary ? 

Answer: Regardless of the fact that the tariff in question 
does not carry reference to a fourth section order covering 
the rate in question or that there is no fourth section order 
covering the violation, this does not in itself constitute a basis 
for an award of reparation. See Jas. C. Davis vs. Portland 
Seed Co., 264 U. S. 403, 44 S. Ct. 380. 

In this decision the Supreme Court held that, regardless 
of the fact that the carriers did not obtain an order from the 
Commission granting authority to publish lower rates from 
the more distant point than were in effect from an intermediate 
point through which point the traffic from the more distant 
point must move to destination, the court could not award 
damages based on the difference between the rates published 
between the two points. 

As we read the case, the court in effect held that the pub- 
lished tariff rate must be applied from an intermediate point, 
even though higher than from the more distant point and that 
the question of reparation for the difference in rates between 
the two points was a matter to be determined by the Commis- 


sion and not by the courts. You are no doubt familiar with the J 


views of the Commission on this question, it holding that repa- 
ration may not be awarded merely because of a violation of the 
long and short haul provision of the fourth section of the inter- 
state commerce act. In this connection, see the cases of Iten 
Biscuit Co. vs. C. B. & Q., 50 I. C. C. 724; Ohio Farm Bureau 
Federation vs. N. Y. C. R. R. Co., 104 I. C. C. 490; Northeast 
Mississippi Traffic Bureau vs. M. & O., 109 I. C. C. 246. See, 
however, Traffic Bureau, Chamber of Commerce (Lynchburg, 
Va.), vs. P. R. R. Co., 104 I. C. C. 293. 


ROCK ISLAND LINES TRAFFIC CONTROL 


The Chicago, Rock Island and Pacific has reported that, in 
the first six months of this year, its new centralized traffic con- 
trol system, involving operation of electrically controlled 
switchboards at strategic stations on the line, has resulted in 
greatly increased efficiency of train operations by reducing the 
running time of freight trains. It says a study showed that, on 
the longest stretch of the control system, that of the 180-mile 
line between Chicago and Rock Island, Ill., freight train run- 
ning time had been reduced from six hours and 28 minutes to 
five hours and 14 minutes, or about 20 per cent. It says the 
system permits the operation of about 50 per cent more freight 
trains over the line. Under the system, switchboard operators, 
by observing color lights and using panel levers, can observe 


train movements, signal train engineers to stop, or proceed at 
modified speed, or cross to other tracks, and the like. Freight 


train locomotives have been equipped with color-light signals, 
so that train crews need not depend on wayside signals for in- 


struction—an advantage because those signals may at times be 


obscured by fog and the like. 
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Rates—Only 58 
Cents Per Week 


@ Just as speed and time and 
money saving are essentials in busi- 
ness operation today, they will be 
likewise in the post-war era. This 
is true in traffic department opera- 






























Important, irreplaceable originals of signed receipts, claims, settlements, 
bills of lading and other important papers are too valuable to risk their 
loss. Keep them in file. se photo-copies. Traffic managers find the 
A-PE-CO photo-copying system invaluable in maintaining original 
records. It is the modern, speedy, time-saving method of making copies 
—with accuracy guaranteed. 



























Legally Accepted Photo-Copies of Anything Written, 

fions, among carriers and shippers. Printed, Drawn or Photographed, on One or Both Sides. 
. . . @ Letters @ Blueprints @ Drawings @ Records 
Right now—and during post-war days—the National Freight Rate @ Receipts © Documents © Shep Oo. a > ebenes 






Service—at only 58 cents a week fits into your traffic setup because its 
virtues are quick finding and checking of rates. 

It gives you the best with advantages such as: accuracy, fast and 
easy to use, saves time looking through supplements, provides compari- 
sons of rates, well arranged and efficient rate authority, a great saving 
is doing away with need for traffic file and full-time employees to read 
and interpret tariffs. 

These are just a few of the many advantages of the NFRSB and you 
can acquaint yourself with it, at no obligation, on ten days’ trial. You 
can also have parcel post and express rates at less than 10 cents per 
week extra. Write today. 


NATIONAL FREIGHT RATE SERVICE 


Dowagiac, Michigan 


30 years of continuous up-to-the-minute rate information. 










A-PE-CO “photo-exact” copies are permanent, easy-to-read, black-and- 
white photo-copies. Made easily and quickly by any girl or boy. No 
technical training. Save steno-copying, proofreading, tracing. No cam- 
era, film or darkroom. Nothing to get out of order. This modern, 
versatile method assures accurate copying in every department. Make 
sure your copies are “A-PE-CO perfect.” 


Copy RIGHT with A-PE-CO. Send for folder. 


AMERICAN PHOTOCOPY EQUIPMENT CO. 
2849 N. CLARK ST. Dept. JE.84 CHICAGO 14, ILLINOIS 
Representatives in Principal Cities. 
In Canada: Railway & Power 
Engineering Corp., Ltd. 
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Operating a Complete Ocean Ter- 





minal—Covered and Open Storage— 


Warehouses—Grain Elevator—Cold 








ALCOA STEAMSHIP COMPANY, INC. 
serving 


BERMUDA 
VIRGIN ISLANDS 
TRINIDAD 
BRITISH WEST INDIES 
BRITISH and NETHERLANDS 
GUIANA and VENEZUELA 


For particulars apply 


ALCOA STEAMSHIP COMPANY, INC. 
240 Conway Bldg., Chicago Randolph 4730 


NORFOLE, VA.: 621 Citizens Bank Bldg. 
BALTIMORE, MD.: 710 Garrett Bldg. 
NEW ORLEANS, LA.: 1512 Amer. Bank Bldg. 
MOBILE, ALA.: 500 North Commerce St. 
NEW YORK, N. Y.: 17 Battery Place 
MONTREAL, CAN.: 276 St. James St. West 





Storage. 























Port of Tacoma 


P. O. Box 1612 Cable “Portacoma”™ 


TACOMA WASHINGTON 

























Dispatch and cooperation with all 






who use our terminal is constantly 















before us. 























































































































































































































Digest of New Complaints 





No. 29168, Whiterock Quarries, Inc., Bellefonte, Pa., vs. the Pennsyl- 
vania et al. 

Rates on crude, fluxing, foundry, and furnace limestone, from 
Bellefonte and Pleasant Gap and Howard, Pa., to 30 named principal 
steel producing points, in violation of section 3. Asks cease and 
desist order, and rates. (Horace B. Garlick, 309 Woolworth Bldg., 
Lancaster, Pa.) 

No. 29169, Carter Waters Corporation, of Kansas City, Mo., et al vs. 
Alton, et al. 

Rates on petroleum asphalt, petroleum distillate fuel oil and 
petroleum residual distillate fuel oil, in tank carload lots, between 
points in Arkansas, Kansas, Louisiana, Oklahoma, and Texas, on 
the one hand, and points in Iowa, Kansas, Minnesota, Missouri, 
Nebraska, North Dakota, South Dakota, and Wisconsin, in viola- 
tion of section 1. Ask cease and desist order, rates, and reparation 
of $50,000 for each of two complainants. (A. E. Bazan, 1808 Federal 
Reserve Bank Bldg., Kansas City, Mo.) 

No. 29170, Continental Grain Co., St. Louis, Mo., vs. Inland Waterways 
Corporation. 

Alleges demurrage charges of $7,116.45, on 33 lots of bulk grain 
and soya beans from various points in Illinois, Kansas, Iowa and 
Minnesota, received by barge at St. Louis from August 1, 1941, 
to May 23, 1944, were in violation of section 305(a). Asks cease 
and desist order, charges for the future, and reparation of $7,116.45. 
(J. M. Cook, 215 Merchants Exchange Bldg., St. Louis, Mo.) 

MC C-408, Mountain Transit Corporation, New York, N. Y., et al., vs. 
C. & S. Mountain Line, Inc., et al. 

Allege that defendants, from May 15, 1944, to and inclusive of 
July 21, 1944, have transported passengers and their baggage to 
points and places in Ulster and Sullivan counties, N. Y., other 
than those authorized in their certificates, thereby causing harm 
to complainants in that they cause diversion of traffic from com- 
plainants and create an unfair and destructive competitive situa- 
tion. Ask cease and desist order and revocation of certificates if 
defendants continue to operate as alleged. (Henry P. Goldstein, 
1450 Broadway, New York 18, N.Y.) 





Second Traffic Law Book Ready 


The series of articles on Traffic Law and Procedure by 
G. Lloyd Wilson, now appearing in Traffic World, is in three 
parts. As the publication of 
each part is completed it is re- 
printed in book form. 

The first part, which covers 
traffic law as applied to freight 
services, was reprinted some 
time ago. The second part, 
which covers traffic law as ap- 
plied to freight rates, has just 
come off the press. The third 
and last part, which is now 
appearing serially in Traffic 
World, will be put in book 
form when the series is com- 
plete. It is expected to be 
ready for distribution in No- 
vember. 

The type used in printing 
the books is the same as was 
used in the magazine, but it 
has been spaced out and 
printed on good non-gloss pa- 
per to make it easy to read. 
The books are bound in cloth. They may be purchased sepa- 
rately or as a set of three volumes. The price is $2 a copy when 
purchased separately, or $5 for the three when purchased as 
a set. Orders for the set are being accepted now by the Traffic 
Service Corporation, publishers of the Traffic World, and the 
first two volumes mailed at once. The third volume will be 
sent as soon as it is off the press. 








1. C. C. ACCIDENT REPORT 


Lap of authority of two opposing trains had caused an 
accident, June 23, between a passenger train and a passenger- 
equipment train on the line of the M-K-T of Texas near 
Bastrop, Tex., said the Commission, in a report of the accident, 
investigation No. 2807, written by Chairman Patterson. The 
report said the accident had resulted in the death of one 
train-service employe and the injury of 54 passengers, 7 Pull- 
man employes and 5 train-service employes. It said that, in the 
territory where the accident occurred, trains were operated by 
timetable and train orders only, and recommended that the 
M-K-T establish an adequate block system on the line on 
which the accident occurred. An adequate block system would 
have prevented the accident, the report pointed out. 
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Docket of the Commission 





NOTE—Items i the docket marked with an asterisk (*) have been 
added since the last issue of THE TRAFFIC WorRLD. New assignments 
now on the Commission’s docket of dates later than herein shown 
will not bear asterisks when they do appear. Current cancellations 
and postponements announced too late to show the change in this 
docket will be noted elsewhere. 


August 14—Billings, Mont.—Council Chambers—Examiner Corcoran: 
MC 104001 Sub. 3—Bice Truck Lines, Laurel, Mont., Certificate to ex. 
tend operations. 


August 14—Brooklyn, N. Y.—Hotel St. George—Examiner Brooks: 
MC 43274—White’s Express & Transfer Co., Bloomfield, N. J. 
August 15—Atlanta, Ga.—Henry Grady Hotel—Jt. Bd. 101: 
MC 1504 Sub. 62—Atlantic Greyhound Corp., Charleston, W. Va., cer- 
tificate to extend operations. 


August 15—Brooklyn, N. Y.—Hotel St. George—Examiner Brooks: 
MC 54151 Sub 1—Cirker’s Moving and Storage Co., Inc., New York, N, 
Y., certificate to extend operations. 
MC 95028 Sub 1—Fidelity Storage & Warehouse Co., New York, N. Y., 
certificate to extend operations. 
August 15—San Francisco, Calif.—U. S. P. O. and Ct. House Bldg.— 
Jt. Ba. %: 
MC 76034—Intercity Transport Lines, Inc., San Francisco, Calif. 


August 15—Washington, D. C.—Examiner Cremins: 
* Finance 13500—Tampa Northern, reorganization. 


August 16—Brooklyn, N. Y.—Hotel St. George—Examiner Brooks: 
MC 2776 Sub 3—Uudercliff Trucking Co., Inc., Edgewater N, J. per- 
mit to extend operations. 
MC 63072 Sub 2—Jacobson Bros., Inc., Inc., 
Y., certificate to extend operations. 

August 17—Brooklyn, N. Y.—Hotel St. George—Jt. Bd. 305: 

MC 104853 Sub 1—Olympia Transportation Co., Inc., New York, N. Y., 
certificate. 

August 17—Washington, D. C.—Examiner Albus: 

* Finance 6790—Suppl. appl. of N. Y. C. and C. & O. for authority to 
lease two branch lines of railroad, one constructed and other under 
construction by C. & O., following purchase of said branch lines 
by N. F. & G., in W. Va. 

* Finance 14651—Appl. of N. F. & G. for authority to purchase two 
branch lines of railroad in Greenbrier and Nicholas counties, W. Va. 


August 18—Brooklyn, N. Y.—Hotel St. George—Examiner Brooks: 
MC 71532—Arkay Delivery Service, Newark, N. J., permit or cer- 
tificate. 
MC 73009—Sayre’s Express, Newark, N. J., certificate or permit. 
August 21—Brooklyn, N. Y.—Hotel St. George—Examiner Brooks: 
* MC 92959 Sub. 1—Louis Jagel & Son, Brooklyn, N. Y., permit to 
extend operations. 


August 22—Brooklyn, N. Y.—Hotel St. George—Examiner Brooks: 
MC 49537 Sub. 4—Kew Gardens Storage Warehouse, Inc., extension, 
Nassau County, Richmond Hill, N. Y. 
MC 93875 Sub. 1—Weinsberger Moving & Storage Co., Long Island 
City, N. Y. 
August 23—Brooklyn, N. Y.—St. George Hotel—Examiner Brooks: 
1. & S. M-2443—Paperboard, Victory Mills and Thomson, N. Y., to 
N. Y. and N. J. 


August 28—Brooklyn, N. Y.—St. George Hotel—Examiners Croft and 
Kassel: 
1. & S. M-2240—Minimum charges in central territory. 
1. & S. M-2436—Minimum charges per shipment in East. 
1. & S. M-2450—Continental Transportation Lines, Inc., 
charges. 
August 30—Washington, D. C.—Examiner Garofalo: 
MC 52873 Sub. 1—G. Schoierer, Weehawken, N. J. 
August 31—Caribou, Maine—Aroostook County Ct.—Examiner Sharp: 
29161 and Subs. 1, 2, 3 and. 4—Atlantic Commission Co., Inc., vs. Ban- 
gor & Aroostook et al. 
29161 Sub. 5—F. H. Vahlsing, Inc., vs.. Bangor & Aroostook et al. 
September 6—Boston, Mass.—Hotel Manger—Examiner Brooks: 
* MC 60769 Sub 2—Youlden, Smith & Hopkins, Boston, Mass., cel- 
tificate to extend operations. 
September 6—Chattanooga, Tenn.—U. S. Ct.—Examiner Rice: 
* 1. & S. 5315—Routing soda ash from Baton Rouge, La. 
September 6—St. Louis, Mo.—Mark Twain Hotel—Jt. Bd. 135: 
MG 105120—Pemiscot Motor Freight Co., Caruthersville, Mo., cer 
tificate. 
September 7—Lexington, Ky-—Lexington Bd. of Commerce—Jt. Bd, 277: 
MC 104157—J. Ray Rice Realty Co., Harlan, Ky., certificate. 
September 7—St. Louis, Mo.—Mark Twain Hotel—Examiner Driscoll 
and Jt. Bd. 135: 
MC-C 398—Anderson Motor Service Co. vs. Packers ‘Transport, Inc. 
MC-C 402—Anderson Motor Service Co. et al. vs. Leahey Motor Service. 
September 7—Washington, D. C.—Examiner Glover: 
1, & S. 5306—Peaches from Norfolk Southern Ry. points. 
September 7—Washington, D. C.—Examiner Snyder: 
* FF 107—Application of Universal Transcontinental Corporation. 
September 8—Birmingham, Ala.—Thomas Jefferson Hotel—Examiner 
Rice: 
29166—Anderson Brass Works, Inc., et al. vs. G. T. W., et al. 
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all the way 





Our No. 1 Job just now is, of course, building military Trailers. All 
seven Fruehauf factories are 100 per cent on Government work. 
Our No. 2 Job, which we feel is equally essential—because it helps 
the Home Front maintain the War Front—is keeping your Truck- 
Trailers rolling. 


To do this, there are completely stocked and equipped Fruehauf 
Service Stations in about fifty cities across the country. There's one 
conveniently close to you. 


SERVING 
5 IMPORTANT 
GATEWAYS 


CHICAGO 
COUNCIL BLUFFS (OMAHA) 
KANSAS C 


MINNEAPOLIS 
Nl 


Chicago Great Western Railway 
The Corn Belt Route 


Now, More Than Ever- 
“A SERVICE INSTITUTION’ 


MISSOURI 
PACIFIC 
LIN ES / 


ale 


FASTER — DIRECT — L.C.L. — RAIL SERVICE 
TO: TEXAS, LOUISIANA, MEXICO, ST. LOUIS MO. 
————e z en 


Pick Up and Store Door Delivery included at rates 
no higher than rail. 


PREMIER CARLOADING CORP. 


90 WEST ST., N. Y. 6, N. Y. - CORTLAND 7-3812 
Offices and Agencies in Principal Cities 


No spot on earth is more than 
60 hours flying 
time from your 

local airport 


5 CONSOLIDATED VULTEE 
AIRCRAFT CORPORATION 


To Men Already Successful 
in TFRAFFIC 


Leaders need always to be reading, studying, brushing up—both to 
keep ahead of the crowd and to keep from slipping back. 

To such men in the Traffic field, we suggest our Traffic Management 
Training as an interesting and valuable refresher course. 

Our 48-page booklet will give you a quick picture of our training— 
what it covers and whether it can help you. It’s free—ask your secre- 
tary to drop a note for it today. 


LASALLE extension university 


A Correspondence Institution 


417 South Dearborn Street Dept. 895-T Chicago 5, Illinois 
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September 8—Brooklyn, N. Y.—Hotel St. George—Examiner Brooks: 
MC 52458—Sub 6—T. I. McCormack Trucking Co., Inc., New York, 
N. Y., certificate to extend operations. 


September 8—Kansas City, Mo.—Hotel Pickwick—Jt. Bd. 36: 
MC 36422 Sub. 3—Merchants Delivery Co., Kansas City, Mo., permit 
to extend operations. 
MC 104415 Sub. 1—V. F. Rager, Fort Scott, Kan., certificate to ex- 
tend operations. 


September 8—Lexington, Ky.—Lexington Bd. of Commerce—Jt. Bd. 105 
and Examiner Harrison: 
MC 239 Sub. 3—Ecklar-moore Express, Inc., Cynthiana, Ky., certificate 
to extend operations. 
MC 105150—C. E. Combs, Lothair, Ky., permit. 


September 8—Washington, D. C.—Examiner Angle: 
1. & S. M-2445—Paints and pigments, Middle Atlantic States. 


September 9—Lexington, Ky.—Lexington Bd. of Commerce—Jt. Bad. lu: 
MC 2713 Sub. 6—Williams Feed & Transfer Co., Pikeville, Ky., per- 
mit to extend operations. 
September 11—Mobile, Ala.—Cawthorn Hotel—Examiner Rice: 
29130—J. L. LeFlore and A. S. Crishon vs. G. M. & O. 
September 11—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Hanrahan: 
MC-C-390—Blaw-Knox Co., Power Piping Division, vs. Acme Freight 
Lines et al. 
September 11—Topeka, Kan.—State Comm.—Examiner Driscoll: 
MC-C 403—Seymour Packing Co. vs. Cooper-Jarrett, Inc., et al. 
September 11—Topeka, Kan.—State Comm.—Jt. Bd. 52: 
MC 30605 Sub. 45—Santa Fe Trail Transportation Co., Wichita, Kan., 
certificate to extend operations. 
Sept. 12—Atlanta, Ga.—Atlanta Biltmore Hotel—Examiner Mackley: 
1. & S. 5098—Switching at Atlanta, Ga. 


Classified Adver 


The only weekly market place in print covering the entire field of transportation and 
distribution for those who have services, materials, equipment, etc., to buy or sell. 
(Reader ads —$1.00 a line, minimum 3 lines. Classified display —$15 a column inch.) 

° ime, 13 time, 26 time time.Classified display discount rates + 








WANTED—Senior rate man with a general knowledge of rates 
throughout the United States. Opportunity to practice before I. C. C. 
Permanent. Good salary. Box 262, Traffic World, Chicago office. 


AVAILABLE TO YOU, Traffic Manager, I. C. C. Practitioner, Law- 
yer, Exp. Interpretation, Application Govt. Regulations, Domestic, Ex- 
port shipments. Presently Traffic Manager, U. S. A. and Worldwide 
Shipper, age 33, deferred. Box 265, Chicago office Traffic World. 


TRAFFIC MANAGEMENT—13-month general course by mail, using 


actual tariffs, guides, etc. Covers rail, water, motor, air, express, 
fwding., rates, claims, demurrage, transit, routing. Personal comments. 
COLLEGE OF ADVANCED TRAFFIC, 12 E. Jackson Blvd., Chicago. 


A GOOD INVESTMENT 


For the duration or post-war— R 


Save demurrage, switching, extra handling costs, damaging 
foreign cars, etc. 


Which of these cars could you use? 


80—Hopper, Double, 50-Ton 
60—Hopper, Side-Discharge, 50-Ton 
100—Refrigerator, 40-Ft., 40-Ton 
16—Retrigerator, 36-Ft., 30-Ton 
14—Ballast, Composite, 50-Ton 
25—Box, 36-Ft., 40-Ton 
3—Dump, Koppel, Drop-Door, 20-Yd., 40-Ton 
18—Dump, K & J, Automatic, 16-Yd., 40-Ton 
6—Dump, K & J, Automatic, 20-yd., 50-Ton 
20—Flat, 40-Ft., 50-Ton 
38—Gondola, Composite, 36-Ft. and 40-Ft., 40-Ton 
9—Gondola, 50-Ton, High-Side, Steel 
30—Tank, 8000-Gallon, 40 & 50-Ton 


Perhaps this list also has some other cars you could use to very 
beneficial advantage now? 


All cars are priced to selll 
IRON & STEEL PRODUCTS, INC. 
39 years’ experience 
13450 S. Brainard Ave., Chicago 33, Illinois 
""ANYTHING contelining IRON or STEEL" 





TRAFFIC WORLD 









September 12—Chicago, iIIl._—Sherman Hotel—Examiner Johnston: 
* Ex Parte MC-38—Modification of permits of motor contract carriers 
of packing house products. 
September 12—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Walsh: 
29154—-M. Glosser & Sons vs. B. & O., et al. 


FRISCO’S BOOKLET ON MINERALS 


The Frisco Lines, in an effort to attract new industries to 
southern Missouri, has published the booklet, ‘Missouri Mineral 
Wealth,” containing a summary of mineral raw materials avail- 
able within the section of the state south of the Missouri River, 
which the railroad traverses. It was prepared by the company’s 
industrial development department in cooperation with the Mis- 
souri Geological Survey. The booklet contains information as 
to the kind, quality, and amount produced of various minerals 
in each of the eight regions in the southern part of Missouri, 
It shows that such minerals include coal, iron ore, cobalt, nickel, 
copper, lime, manganese, zinc and lead. 


B. AND O. RADIO COMMUNICATIONS 


The Baltimore and Ohio Railroad held a demonstration at 
its Baltimore terminal, July 27, of the possibilities of speeding 
up movements of cars at its switching yards by use of high- 
frequency radio communication between train crews and dis- 
patchers. A. S. Hunt, general superintendent of communica- 
tions, said the test demonstration, made possible by establish- 
ment of a fixed transmitter on top of the B. and O. building 
and of a remote control unit in a dispatcher’s office, showed 
how the conductor in the caboose of a train could converse with 
the engineer of the train and with the dispatcher, without need 
for stopping the train. Company officials said it was the first 
such yard operations test conducted in the east. 





Fine Old Work Horse 


For 52 years, our tugboat, the PIONEER, has been 
in steady service on the Puget Sound performing the 
strenuous tasks allocated to tugs. The PIONEER, 
was built 66 years ago on the East Coast and came 
to the Pacific around the Horn. She is propelled by 
compound engines, exhibited, when new, at the 
Philadelphia Centennial in 1876. 


DIVISION OF POPE 
AND TALBOT, INC. 
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GEARED FOR ACTION 
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a largest state east of the Mississippi 
—has made tremendous strides in the past 
two decades. Raw materials abounding in 
almost incredible abundance and variety, 


























combined with unusually favorable condi- 
tions for manufacture, have resulted in the 





investment of millions in Georgia industry. 


Ia agriculture, diversification is the order of 





s been the day, and Georgia takes high rank in the 

—— production of a wide variety of farm crops, 

1 dene \ in dairying, poultry raising, livestock, and in 
LIVESTOCK \ 

led by the growing of fruits and vegetables. 

at the Today, Georgia’s farms and factories are 

ION OF POPE contributing in fullest measure to the win- 


TALBOT, INC. ‘ Tega ; 
- ning of the war. Georgia is geared for action! 


Looking to the future, an alert State and its 


AMSHIP 
PANY 


people are planning for even greater things 
to come. 

The Seaboard Railway has played a vitally 
important role in Georgia’s onward march 
of progress. With coordination inspired by a 
common cause, the Seaboard will continuc to 
work with Georgia in the building of a greater 
and more prosperous State in the years ahead. 
Seaboard Railway, Norfolk 10, Virginia. 






*This is one of a series of 

advertisements featuring 
the six States served by 
the Seaboard Railway. 


ws THROUGH THE HEART OF THE SOUTH 


If he landed stiff-legged, it would! 
But practice has taught him to use 
his body’s resilience, bending at 
knees, hips, and waist to absorb 
the shock, to “travel” its force 


away from the point of impact. 


MOVEMENT CUSHIONS THE SHOCK! The same principle, in the 
Duryea Cushion Underframe, gives you SHOCKPROOF SHIPPING 


Here's what actually happens 


. when two stationary freight cars 
receive the same impact, equivalent to 
a 50-ton car, loaded to capacity, coupling 
at a speed of 4 m.p.h.: CONVENTIONAL 


At eee 


CAR (A): Draft gear “goes solid,” car 
receives almost entire impact. 
DURYEA CAR (B): Shock absorbed 


by cushion gears, car and lading are 
comparatively undisturbed. 


ile 


When tons of freight car hit your draft gear, even 
at low speeds, the shock is enormous—and if it’s 
taken “stiff-legged,” the punishment to car and 


lading is severe. 


Duryea floating center sills move 


as freely as a skier’s knees; the shock is traveled 
the entire length of the car, the impact largely 
absorbed in the unique arrangement of cushion 


springs. 


How the Duryea Cushion Underframe Contributes to Victory 


PROTECTS car and lading, prolongs 
car life, cuts damage claims. 
PERMITS higher handling speeds. 
ELIMINATES gear replacements main- 
taining efficiency for life of car. 
SAVES TIME loading and unloading. 
Needs less packing and bracing. 


Oo. Cc. DURYEA 


SAVES MONEY usually spent for 
maintenance on every part of car. 


COMPLEMENTS air brake; Duryea cars 
withstand abrupt stops. 


CUTS SLACK to pre-determined ideal. 


COSTS NO MORE than conventional 
type, for average Duryea gear. 


CORPORATION 


30 Rockefeller Plaza, New York 20, N.Y. - Field Building, Chicago 3, Ill. 
725 Fifteenth Street, N. W., Washington 5, D. C. 





